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TRACTION SUPPLEMENT 
RaILWAy GAZETTE Supplement, 


DIESEL RAILWAY 
Decenuber issue of THE 


trating and describing developments im Diesel Railway 
Traction, will be ready on December 1, price 1s. 
NOTICE TO SUBSCRIBERS 

nsequent on paper vationing, new subscribers cannot 


wccepted until further notice. Any applications will be put on 
4 waiting list which will be dealt with in rotation in veplace- 
of subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 


iW would remind our readers that there are many overseas 


tvies to which it is not permissible for private individuals to 
printed journals and newspapers. THE RAILway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 


We would emphasise that copies addressed to places in Great 


Britain should not be re-directed to places overseas 
REDUCTION IN SIZE OF PAGE 
To economise in paper our readers will observe a slight reduc- 
tion in the size of THE RatLway GAZETTE in that the size of the 
buse has been reduced from 9 in. X 12 in. to 84 in. X 114 im. 
The type area of the page remains the same, namely, 7 in. xX 
10 in., but the surrounding margins have been reduced. This 


wvse detracts from the appearance of the paper, but ts one of 
the exigencies of the war 


TO CALLERS AND TELEPHONERS 


further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 4 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 
ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 


jue to the war, and less time available for proof reading, we 
isk our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 


rinting compared with pre-war standards 


RAILWAY 


Railway Manpower Problems 





CAZETTE 


HE dangers attendant on an excessive denudation of vital 
industries of their manpower at the present juncture of the 
war are very real in view of the insistent calls of the Services 
and other forms of Government employment. Of the necessity 
for as large a transference as possible of personnel to the fighting 
ind defence forces, and into the munitions factories, there can be 
no question, but the experience of coal mining points clearly to 
the dangers of a shortsighted policy. In the House of Commons 
on November 17, during the debate on the Address, Colonel 
Harold Mitchell, the Member for Brentford & Chiswick, raised 
the subject of the drain on the manpower of the railways. He 
was particularly concerned at the position in the railway shops 
in which locomotives are built and repaired. He pointed out 
that the essential factor in the equipment of a railway was a 
supply of engine-power adequate for all emergencies and that, 
without this, traffic would come literallyto a standstill. He 
declared that there were signs of overstrain arising largely from 
a shortage of locomotives, and that the position could be 
remedied only by the production of new engines and an accelera- 
tion of repairs. The work in shops and sheds was severely 
handicapped by the lack of skilled engineers. These men were 
virtually specialists; substitutes could not be trained in a short 
time and it would be disastrous if this position were overlooked. 


sas a= 
The late Charles S. Lake 


The of technical journalism enables the skilled 
writer to meet the heads of the engineering profession on terms 
that are not otherwise possible, especially during his earlier 
career, and “Mr. Charles S. Lake, whose death we record with 
regret, provides a particularly striking example of this, in that 
he has been well-known in locomotive circles for upwards of 
forty years. By heredity and environment he was fitted for this 
task, as his father, Mr. Henry H. Lake (who died on April 22, 
1907) was one of the principal partners in the firm of Haseltine, 
Lake & Co., chartered patent agents and consulting engineers, 
and had charge of the patenting of nearly all the numerous 
inventions of F. W. Webb covering locomotive compounding 
ind many other matters. It might have been expected that Mr. 
Charles S. Lake would have been a pupil at Crewe but, by a 
narrow margin, events ordained otherwise, and he served his 


profession 


time at Melton Constable on the old Eastern & Midlands Rail- 
way, after three years of technical education in Berlin. Mr. 
Lake’s first published contribution on locomotive matters 


appeared in The Railway Magazine of April, 1901. During the 
next decade he contributed to a wide range of papers on such 
mechanical matters steam locomotives, internal-combustion 
engines, marine engines, and railway appliances and equipment. 
is well as certain aspects of civil engineering. With the pas- 
sage of time his work tended to greater specialisation, and for 
many years past his lucid expositions on mechanical matters 
relating to the steam locomotive have become very familiar to 


as 


our readers, as well as to those of our associate The Railway 
Vagazine, and also The Model Engineer. Among his published 
books are ‘‘ The World’s Locomotives,’’ ‘‘ Locomotive Man- 


agement (7th edition in conjunction with the late James T. 
Hodgson), and ‘‘ Locomotive Valves and Valve Gears’’ (in con- 
junction with A. Reidinger). 

seas um 
Government Control of Long-Distance Road Traffic 


Under the new Government plan for the control of the long- 
distance carriage of goods solely in accordance with war require- 
ments, it was obvious that the first steps to be taken to set up 
the new control would be to define areas and to determine the 
centres and boundaries of the operational units. Preliminary 
steps to this end had already been taken when the scheme was 
made public, and the first stage is nearing completion, as each 
of the 12 divisions has been sub-divided into areas, which 
number altogether 55. Next, the controlled companies will be 
selected, namely, those undertakings which are to be hired as a 
whole by the Minister of War Transport on the basis of a 
guarantee of net profits. Thereafter, controlled vehicles will be 
grouped into appropriate units by the Regional Transport Com- 
missioners after local consultation. Appointments as unit con- 
trollers, area road haulage officers, and divisional road haulage 
officers have then to be made. As soon as practicable the Road 
Haulage Branch will take over the functions of the Hauliers’ 
Road Transport Pool, without breaking the continuity of the 
work, and the present method of chartering vehicles will cease. 
An important feature of the arrangements is that, although the 
expected economy in the use of vehicles should result in some 
being laid up, it is intended that both vehicles and drivers 
should be kept available in sufficient numbers to provide an 
essential reserve of transport in time of need. The question 
of finding suitable employment for drivers of vehicles tem- 
porarily laid up, so that they may be available at short notice, 
would appear to be one of the major problems of the new 
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arrangements. The matter is being discussed by the Ministry of 
War Transport and the Ministry of Labour & National Service, 
and an early pronouncement on the subject should do much to 
clear up what is at present one of the obscure points of the 
scheme 

aac u= 


Overseas Railway Traffics 

Although there is no prospect of any abatement of the rise in 
working expenses of the British-owned railways in Argentina, 
the advance in their gross receipts continues on a satisfactory scale. 
Thus in the 19th and 20th weeks of the current financial year the 
Central Argentine records an increase of £50,151, the Buenos 
Ayres Great Southern one of £49,860, the Buenos Ayres & Pacific 
one of £24,300, and the Buenos Ayres Western one of £10,560. Of 
the standard gauge lines across the river the Entre Rios shows a 
gain of £8,596, and the Argentine North Eastern one of £7,896, and 
in the aggregate to date the increase on the North Eastern is now 
over 11-8 per cent In the first 46 weeks of 1942 the Great Western 
of Brazil has secured gross receipts of £509,400, which are higher 
by £63,500, or 5,301,000 cruzeiros. Leopoldina takings for the 
same period are £1,390,255, an improvement of £180,687. 


No. of Weekly Inc.or Aggregate’ Inc. or 
week traffics decrease traffic decrease 
£ £ £ £ 

Buenos Ayres & Pacific* 20th 94,500 13,500 1,715,640 175,440 
Buenos Ayres Great Southern* 20th 152,580 26,880 2,692,020 167,220 
Buenos Ayres Western* 20th 57,960 7,440 986,400 13,440 
Central Argentine* 20th 126,408 32,976 2,429,919 243,885 
Canadian Pacific 46th 1,010,200 38,600 43,978,000 +. 6,067,800 


* Pesos converted at 16% to the £ 
United of Havana receipts for the first 20 weeks of the financial 
year amount to £799,068, and show the extraordinary improvement 
of £421,616 over the figures for the previous year 
osc 


Argentine State Railways 

[he railways owned and operated by the Argentine Government 
form two groups, the Northern and the Southern, on four different 
gauges, with 6,598 route miles in the Northern group and 1,184 miles 
in the Southern, a total of 7,782 route miles his comprises nearly 
30 per cent of the whole mileage of the Republic. The following 
table shows the different lines, with their gauge and mileage 


Gauge Km. (Miles) 

Northern Section 
Central Norte Argentino (including Cordoba Central) Metre 9,965 (6,192) 
Este (Eastern) 4 fc. 8) in 654 (406) 
Total mileage : Northern group 10,619 (6,598) 

Southern Section 
Patagones—-San Antonio— Bariloche 5 ft. 6 in 836 (520) 
Rio Negro Branch 2 fe. 5) in. 107 | 190 

Esquel Branch ; f 

Puerto Madryn—Las Plumas (Chubut) = 267 (167) 
Comodoro Rivadavia—Col. Sarmiento 5 fc. 6 in 208 (129) 
Puerto Deseado—Colonia Las Heras ee 286 (178) 
Total mileage : Southern group 1,904 (1,184) 
12,523 (7,782) 


Grand total 
is served by 


Of the total milea®e, some 4,543 km., or 36 per cent., 
railcars. The whole of the Eastern line is served in this way, and 
2854 km. of the Northern line. Of the Southern group, the 
Comodoro Rivadavia and Bariloche lines are both served by railcars 
but their operation 1s limited on the Bariloche line to the summer 


season 
sas am 

American Post-War Transport 

A report of the Resources Planning Board recently sent by 
President Roosevelt to the United States Congress recommends 
far-reaching alterations in the organisation of America’s post-war 
transport If these proposals are agreed to they will be 
carried out under a new federal agency. In general, it is recom 
mended that all present Government transport organisations 
should be consolidated under one large group. That group would 
be responsible for the railways and other systems of transport, 
the construction of terminal stations, the co-ordinating of present 
systems, and the encouragement of new forms of 
transport. In a letter accompanying the report, Mr. Owen D. 
Young, Chairman of the committee which has prepared the 
report, points out that at the end of the war millions of men will 
be released from wartime activities, and the need to find employ- 
ment for them will coincide with very large demands for labour 
if the modernisation of American transport is undertaken with 
vision, courage, and practical judgment. The report of the 
planning board deals with the Government planning of air trans- 
port, in order to establish air travel as a major integral part of 
transport policy; the Federal financing of railway modernisa- 
tion and improvement as a public works programme; the restora- 
tion of motor road transport on a modern and efficient basis, 
with emphasis on express highways; and Government planning 
for the economic consolidation of the existing railway systems 


transport 
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into a limited number of systems arranged on regional lines, byt 
avoiding systems of excessive size. 
sas a= 

Planning the Peace 

Although Sir William Beveridge, in an address last week to 
the Fabian Society, declared that it was not possible to trust to 
the methods of private enterprise without national planning to 
bring about the necessary readjustments of our productive effort 
in the transitional period after the war, he went on to give his 
view that private enterprise at private risk was a good ship 
which had brought us far. In his opinion the practical problem 
of the present time was to discover how to combine the proved 
benefits of private enterprise at private risk with the necessity 
of national planning in the aftermath of war. That would be 
solved only by unbiassed investigation and discussion now, and 
he welcomed the statement of ‘‘ A National Policy for Industry ” 
signed by 120 industrialists (which was the subject of editorial 
comment in our November 13 issue) as a proof of the manner 
in which leaders of industry were approaching the aftermath of 
the war. Sir William Beveridge also declared that it was certain 
that the State could not undertake new tasks in the ecx nomic 
sphere without a change in the machinery of government and in 





the types of public servant. For the new work they might 
have to perform it might be necessary to have a new type of 
civil servant and a new organisation 
sas au 
Taxes and Dividends 
The epithet ‘‘ fantastic applied by our American contem- 


porary, the Railway Age, to the 
efficiency, and gross earnings of American railways during th 
first half of 1942 seems well deserved. Still more fantastic js 
the fact that despite the tremendous increases in gross revenue 
the sums available for dividend payments are decreasing; and 
the reason is that, although half the present service of the rail- 
ways is being rendered for war purposes, federal, state, and local 
governments are taking in taxes, at the same time, roughly half 
the net earnings left after expenses have been paid. In the 
first half of 1942 the gross earnings of $3,281 million were th 
largest on record; the operating expenses, at $2,157 million 
continued at a level lower than that of the 1920s, and reduced 
the ratio of operating expenses to earnings to 65-8 per cent., a 
figure which has been only once beaten, in 1916. But whereas 
in 1917 taxation took less than 14 per cent. of the net earnings 


increase in traffic, operating 


the taxation figure’ has grown steadily until in June, 1942, it 
rose to no less than 48 per cent.; as recently as 1941 taxation 
amounted to 10-2 per cent. of gross earnings, but in the next 


year the deduction has jumped to 15 per cent. Due to the 
depression, it is reckoned that in the entire decade from 1932 
to 1941, passenger service in the U.S.A. has been operated on 
the debit rather than the credit side of the account; in 1941 it is 
estimated that expenses were still 114 per cent. of revenue 
though with the indirect assistance of other revenues, the pas- 
senger service was not being worked at an actual loss: in 1942 
at last the passenger service operating ratio has dropped below 
100. For the second quarter of 1942 passenger revenue went up 
by no than 84-6 per cent. as compared with 1941, helped 
however, by fare increases as well as increased numbers of pas- 
sengers; freight revenues in June were 32-8 per cent. above those 
of June, 1941. Yet the dividend appropriations on common 
stock for the first five months of 1942, as compared with 1941 
declined from $45,416,313 to $41,848,955. 


less 


A Japanese Railway Scheme 

Some reference was made in an editorial note in our June 5 
issue to grandiose railway schemes which have been evolved by 
members of the Axis, envisaging the use of gauges of unprece- 
dented breadth. The latest scheme conceived by the Japanese, 
however, involves standard and narrow gauges. The proposed 
railway, which is described on page 529 of this issue, apparently 
would serve passenger traffic only, as it involves not only breaks 
of gauge, but steamship and train-ferry links; yet the cost 
entailed would be great, even though the use of existing lines 
is contemplated over portions of the route. The construction of 
about 300 miles of railway would be necessitated, as well as the 
reconstruction of at least a similar length. The scheme must 
be considered in the same light as the various other Japanese 
Government-sponsored plans which, in any case, depend neces- 
sarily in the first instance on an Axis victory. It does not 
appear to be capable of comparison with the trans-Canadian and 
trans-Siberian railway routes which the sponsors cite as their 
models. 

sas a= 


Rationalising ;Transport Requirements 


In some respects there seems to be a close parallelism between 
the transport regulations, to meet war conditions, in Great 
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Britain and Germany. Restrictions on one form of transport 


n favour of another, zoning of commodity distribution, encour- 
ging quicker wagon turn-round, discouraging passenger travel, 
nd so forth, are common to both countries, although there are 
lifferences in method. Under a Decree for the rationalisation of 
transport requirements, the Reich Food Estate has already 
regulated the transport of fruit, vegetables, and eggs, and it is 
expected that it wiil issue similar regulations concerning other 
commodities, the transport of which is not yet controlled. 
Steps are being taken to rationalise the distribution of cigarettes, 
by giving each factory a particular area to supply. Important 
measures concerning the transport of timber are also expected 
\ special group for pit props (Sondergruppe Grubenholz), which 
has been established in the Reich Office for Timber, is to 
wganise the transport of pit props, in order to economise in 
loading-space and labour. With a similar purpose, the Reich 
fice for Technical Products issued comprehensive regulations 
mcerning the sale of bicycles, which came into force on Octo- 
ber 1. These regulations will have little effect on the final pur- 
haser, but affect the retail trader, who may find himself cut 
ff from his ordinary sources of supply. Every firm manufactur- 
ng bicycles now has to supply certain areas, and is told how 
many bicycles are to be supplied to each area. 
soso 


European Post-War Relief Transport 

One of the problems of taking relief materials to the im- 
verished peoples of Europe after hostilities have ceased will 
« the distribution of supplies from ports of entry. It is a 
problem which might well become extremely complex if forth- 
ming hostilities result in considerable destruction of fixed 
transport installations and storage arrangements at ports. In 
rder to prepare now for tackling this problem, rather than 
vaiting until relief materials are already on the high seas, th¢ 
\llied Post-War Requirements Bureau—an organisation set up in 
London and supported by the Allied Nations—has just inaugu- 
rated a Technical Advisory Committee on Inland Transport. 
[This committee is composed of transport experts of those Allies 
h are intimately concerned with post-war conditions through- 
the Continent. Sir Frederick Leith-Ross, under whom the 
bureau works, when discussing the future work of the committee, 
pointed out that relief materials would be of no use if they 
were merely dumped at ports without provision having been 
ade for their inland distribution by rail, road, canal, air, and 
some extent by coastal shipping. Professor E. R. Hondelink, 
the Chairman of the new committee, described at the first meet 


whic 


wh 
ut 


ig the basic principles of the committee’s work. He pointed 
ut that regions may be set free from enemy occupation sepa- 
rately in an order it is impossible to ascertain yet, or they may 
] set free together. Every region would have its own 
ific channels of entry, some of which, in the event of being 

ee separately, may continue to be under enemy control for 
time ‘* Post-war ’’ periods would come under three heads: 
1) the period of war operations, when regions will be under 
military control; (b) the period of relief and restoration of 
transport; and (c) the period of permanent reconstruction. The 


littee’s task, said Professor Hondelink, was to plan for 
econd period, which was one of transition between wat 
perations and the establishment of settled conditions 





Diesel Shunting Locomotives 

Operating experience with shunting locomotives of different 
types in America has demonstrated so many important advan- 
tages arising from the use of diesel rather than steam units that 
e ordering of new steam shunters has almost ceased for the 
being, and the requirement in nearly every instance is for 
liesels Here and there, no doubt, older steam locomotives 
re turned over to shunting duties, a fact which would not be 
revealed by the figures for new purchases, but the trend is indis- 









putable. When isolated aspects of operation are considered the 
liesel can be shown to outclass its rival in many respects, but 
it is only when all the factors are taken into consideration simul- 
taneously that the true position can be appreciated. There is, 


lor instance, on the debit side, the very heavy first cost; but 
taking everything into account, the diesel on balance seerhs to 
show a decided advantage. Conditions in this country are not 
identical with those in America, whence nearly all comparisons 
lave come hitherto, and a record of British experiences with 
diesel shunters has been awaited with interest for some time. 
In this issue we are able to publish the first of a series of articles 
lescribing the work done by diesel shunting locomotives on 
the L.M.S.R. system. This company has commendably carried 
ut trials of these units on a large scale, and as the articles show, 
the results obtained have been so good that the trial period 
may now be considered at an end. The diesel shunter has taken 
its place on the system as one of the normal and necessary 
means towards increased efficiency in railway operation. ‘ 








KUM 


Public Utilities War Damage 


LTHOUGH war damage fortunately has been comparatively 
small during the last twelve months, the amount of damage 
caused during the heavy enemy raids in 1940-41 makes the question 
one of considerable interest to public utility undertakings, and the 
recent issue of a White Paper (Cmd. 6403) marks another step 
towards the elucidation of their position in the matter. The fact 
that the proposals now outlined have been under discussion between 
the Government and representatives of public utility undertakings 
since May, 1941, and that further conferences will be necessary 
before it will be possible to draft the necessary legislation, indicate 
clearly that many complicated issues are involved. So far as the 
railway companies are concerned, it will be recalled that the new 
agreement with the Government cancels the earlier arrangement 
under which the cost of restoring damage up to maximum of 
£10,000,000 in any year was to be charged to revenue expenditure 
and provides that after December 31, 1940, no charge shall be made 
in the net revenue accounts of any accounting period in respect of 
war damage. On May 29, 1941, the Chancellor of the Exchequer 
stated in the House of Commons that it was proposed to group 
public utility undertakings; that the aggregate contributions of 
the members of each group should be 50 per cent. of the estimated 
aggregate war damage payments to members of that group, and 
that the contributions would be payable in four yearly instalments 
of which the first would be due on July 1, 1942. At the annual 
meetings of stockholders in March last the railway chairmen 
indicated that as the cost of restoring war damage would not be 
chargeable to the Control Account in 1941 and subsequent years 
the contributions to be made by the-companies would have to be 
found by them from their own resources. They also added that 
the boards would give careful consideration as to how the liability 
should be met and said that while they considered that provision 
for the liability of the companies for war damage is essentially a 
post-war problem, its incidence had been borne in mind in dealing 
with the accounts for the past year. 

The White Paper just published, and extracts from which were 
given in last week’s issue, deals at some length with the grouping 
of, payments to, and contributions of, public utility undertakings, and 
the definition of their assets. It points out that the general effect of 
Section 40 of the War Damage Act, 1941, was to except certain 
types of undertakings, such as public utility undertakings and other 
bodies, from the operation of Part I of the Act pending further legis- 
lation. It is now proposed that the new legislation should begin 
by repealing Section 40 of the principal Act. It will then provide 
for the precise definition of the undertakings to be dealt with as 
public utility undertakings, and as ‘‘ extensive ’’ undertakings such 
as non-statutory electricity bodies, and make provision for each. 
\ll other undertakings would then automatically become subject 
to the provisions of the Act as it stands, from the commencement 
of the risk period, but arrears of instalments would be collected in 
such a manner as will avoid an unreasonable burden being placed 
on contributors. Public utility undertakings were excluded from 
the 1941 Act because of their peculiar physical features (in par- 
ticular the extension over wide areas of fixed distribution networks) 
and the difficulty of separately valuing their immovable and movable 
property. The questions of the definition of public utility under- 
takings, their assets, and payments involve a number of considera- 
tions and these will be dealt with in our next issue. For the purpose 
of applying the contribution arrangements, it is proposed that 
public utility undertakings should be divided into groups, and, 
on the assumption that tramway and trolley vehicle undertakings 
other than that of the L.P.T.B.), drainage authorities (including 
catchment boards) and refuse disposal undertakings are not to be 
treated as utilities for the purpose of the Act, it is proposed that 
there should be nine groups; they are: railway, canal, dock & 
harbour, lighthouse, gas, electricity, sewerage, sewage disposal, 
and water. Similar undertakings in Northern Ireland will be in- 
cluded with those of Great Britain in the respective groups. It is 
proposed that the railway group should consist of (a) statutory 
railway undertakings (including railways in Northern Ireland and 
the L.P.T.B. but excluding (i) certain railways included in other 
groups, as, for example, a railway carried on by a dock or harbour 
undertaking and (ii) certain railways of which the sole or principal 
traffic is that of manufacturing or mining companies with which 
they are associated) together with (b) certain undertakings wholly 
owned by the main-line railway undertakings and (c) certain sta- 
tutory light railways (other than light railways which are of the 
nature of tramway undertakings). Where more than one public 
utility undertaking is carried on by one undertaker, it may be more 
convenient to treat the whole business as one for the purpose of this 
legislation and accordingly railway owned docks, harbours, and 
canals will be included in the railway group. 

The proposals as to the assessment of public utility contributions 
are as follows. The total payments in réspect of war damage to 
public utility assets of each group, whether made in respect of land 
or goods, will first be estimated. From 50 per cent. of the estimated 
total payments would be deducted the aggregate amount of con- 
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tributions payable under Part I of the 1941 Act by tenants of under- 
takers in the group, and the resultant figure would be the aggregate 
amount to be contributed by all members of the group. The 
division of the aggregate contributions between the individual 
undertakings in the group is left for settlement by one or more 
bodies representative of the group, subject to approval by the 
[reasury. If no scheme is agreed by the members of a group 
within a time to be determined, the Treasury will prepare a scheme 
to take effect after approval by the House of Commons. It is 
recognised, however, that where the incidence of damage 
is high, the contribution of 50 per cent. of the payments may be 
excessive. To meet this point it is proposed that the War 
Damage Commission may consider, when the final estimates of 
payments for war damage in the group available, whether, 
having regard to relevant circumstances, the percentage should 
be reduced and, if so, may put forward a recommendation to the 
Treasury as to the extent by which it should be reduced. Such a 
review of the percentage payable becomes obligatory on the 
commission n the request of a group, and it is proposed to 


are 


empower the Treasury to make an order reducing the percent- 
age payable, but not to an extent greater than that recom- 
mended, subject to confirmation by the House of Commons 


It is proposed that public utility contributions should be paid in 
four interim instalments at yearly intervals and a final instalment. 
No indication is given, or is likely to be available in the near future, 
of the estimated war damage sustained by the separate groups and 
as a number of points still remain to be determined before the 
necessary legislation can be enacted, it is likely to be some con- 
siderable time before railway stockholders can assess the possible 
effect on the future financial position of their undertakings 


Nationalisation at Three Per Cent. 


A LTHOUGH projects for the nationalisation of the railways are 

frequently put forward, the practical aspects of such an 
operation are not so often postulated. In present circumstances 
the possibility of ultimate purchase of the railways by the 
Government for stock bearing an interest rate of 3 per cent. or 


thereabouts, cannot be disregarded, and with this in view an 
interesting series of calculations and conclusions is given in a 
recent issue of The Financial News. Dealing with the purely 


financial basis it is shown that if the yearly wartime rental 
ipplying to the L.M.S.R., which is given as a typical example, 
£14,749,698, were capitalised at 3 per cent. it would represent 
in round figures £491} millions. To exchange Government stock 
it par value for all L.M.S.R. debentures and preference issues 
standing at or under par, and at market value for those over 
par, would require £324} millions. Therefore, if that procedure 
were adopted the ordinary stock could be paid off at par and a 
very handsome margin would be left over. Alternatively, if the 
Government paid market value in 3 per cent. stock for deben- 


tures and guaranteed stock, and par for preference and _ ordi- 
nary, the interest on the stock that the Government would have 


to issue would be £2,160,000 less a year than the rental. If the 
Government gave only £50 of 3 per cent. stock for the ordinary, 


there would be an additional saving of £1,428,000. On this 
calculation the State could buy the railways, obtain their extra- 
railway assets for nothing, and save about 25 per cent. of the 


present rental! 

It might be argued that to buy the companies on the 
of a wartime rental would be undesirable from the point of view 
of the State, if it were presumed that earnings after the war 
were likely to revert to the average of say the 1930's, and that 


basis 


there was no peacetime year in that period when earnings 
reached the rental figure. If the hypotheses of a 3 per cent. 
valuation were applied to the net revenue figures for the nine 
years from 1930-38 it would be found, again taking the 
L.M.S.R., that the lowest level was £9,905,000 in 1932, and that 
the highest was £14,356,000 in 1937; the average for the nine 
years was £12,378,000. Capitalised at 3 per cent. these figures 


represent some £330 millions, £478} millions, and £412} millions 
respectively. Allowing £234} millions of Government stock for 
repaying all debenture and preference issues at par and market 


value, whichever was higher, the surplus on the three bases 
named is approximately £6 millions, £154 millions, and £88 


millions, respectively. If the 1932 figures are rejected as a 
wholly unfair basis (the year was much the worst the railways 
have known since grouping), then the balance on the 1937 basis 
would give £160 of Government stock for every £100 oi 
L.M.S.R. ordinary, and on the 1930-38 average basis the price 
of the ordinary, in terms of a 3 per cent. Government stock, 
would be £90. 


It is possible, of course, that stockholders, looking at the 
matter from the narrow point of their own interest, might 
calculate that they would do a good deal better by being 


bought out by the Government than by agreeing to the alter- 
native which is being canvassed at the present time, that is, 
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becoming part of a public board type of enterprise. In indys. 
tries in which receipts tend to fluctuate widely, there must of 
necessity be some junior stock to take the impact of bad times 
and in fact it becomes an equity stock. This has been shown 
by the experience of the London Passenger Transport Board 
‘C’’ stockholders. These latter*might well have preferred to 
have been bought out in Government stock, provided the 
amount was reasonably generous, rather than to have been left 
as risk-bearers in an organisation from which risk is supposed 
to have been eliminated. Moreover, if the State bought out the 
railways as complete undertakings, some senior stockholders 
although they might lose a little in yield, would gain in status 
especially holders of the stocks of companies in which trustee 
standing was lost some years ago. It would seem, therefore 
that the financial and stockholders aspect of Government pur- 
chase of the railways would not be likely to be attended by any 
great difficulty, more particularly at a time when so large a 
proportion of the people have become so familiar with Govern- 
ment interference with, and control of, industry, and, indeed 
much that enters their daily lives. This in itself does not 
justify so great an experiment and there should at least be some 
indication as to the changes which are to be made and the 
benefits which would flow from nationalisation. 


Under State control the present directors of the railways 
would go, but there could be no question of replacing the 
executives and, indeed, the staff of all grades. For both manage- 
ment and labour, State ownership would probably mean con- 
tinued tenure with a change of masters. Whether the members 
of the three great railway unions would work harder if their 
employer was the State—at any rate after the first flush of 
enthusiasm—seems open to doubt The executives would dis 


charge their daily administrative duties as now, but they would 
nAturally take their instructions on high policy from the respon 
sible Minister advised by his permanent staff instead of a board 
of directors. In practice the railway executives and the per- 
manent heads of the Ministry would work in close co-operation 
ind should any difference of view arise, whatever the Ministry 
said would go. From the operational point of view, therefore 


little change would be likely, but in the final control of high 
policy, which is what really matters, there might in time be 


great changes. The article in The Financial News points out 
that experience of the Post Office and the Road Fund suggests 
that whenever a Chancellor was in difficulty in finding new 
revenue, railway users would be given an opportunity of con- 
tributing a surplus to the Exchequer. On the other hand, the 
State’s borrowing power might prove an advantage when large 
capital works were being considered. In dealing with railway 
problems such as road competition, the State would be abl 
to take powers to curb the private owner, and although the 
road and rail problem would be by no means solved by the 
transfer of the ownership of the railways to the State, it is clear 
that if the State were directly and beneficially interested in one 
part of the transport field, but not in others, its policy could be 
extremely effective. 
sas a= 


City of Buenos Ayres Transport Corporation 


N interesting development in connection with the City of Buenos 
Ayres Transport Corporation is the proposal which has been 
submitted to the board by its new Chairman, Dr. Rodolfo Corominas 
Segura, for gradual nationalisation. The proposal has been received 
very favourably, both by responsible sections of public opinion and 
by the press, and is said generally to be considered as offering a 
feasible solution to the financial and administrative difficulties 
which so far have hindered the efficient functioning of the corpora- 
tion as at present constituted. It is expected that a meeting of the 
shareholders will be called shortly to discuss the details of the 
scheme, which are as follow (1) during the period of eight years 
referred to in the agreement, the shareholders should be paid a 
yearly interest of 5 per cent., but the Government should be 
empowered to exchange the shares for 4 per cent. national bonds of 
the Crédito Argentino: Interno; (2) for the remaining 44 years 
of the concession, the rate of interest should be 5 per cent. a year, but 
always with the possibility of an exchange as provided for in (1) ; 
(3) on the expiry of the initial period of eight years the tariffs should 
be calculated so as to give a margin of 2 per cent. to be applied to 
the progressive nationalisation of the corporation ; (4) all receipts 
from urban passenger traffic in excess of those accruing from an 
estimated figure of 1,300,000,000 passengers a year should be dis- 
tributed as follows : 20 per cent. for the creation of a compensation 
fund, and 80 per cent. towards nationalisation purposes. When the 
compensation fund had reached a stated limit, any surplus should 
be allocated to the nationalisation scheme; (5) a yearly drawing 
should be held to determine which of the shares of the private capital 
should be delivered to the Government in exchange for national 
bonds, as in section (1); (6) the capital accruing as the result 
of the application of the tariff, in accordance with (4) should be 
converted into new shares in favour of the Government and the city 
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it the end of each financial period, in proportion to the original 
apital and without prejudice to the conditions laid down. 

One of the factors which have been hindering the efficient working 
fthe corporation is the continued opposition of the colectivo owners 
to the expropriation of their vehicles and their refusal to accept the 
price offered. After a colectivo strike of nearly a fortnight’s duration, 
the citv issued a decree cancelling the owners’ permits and authoris- 
ng the corporation to take over the vehicles. The owners then 
ppealed to the Government, which declined to intervene unless 
he strike was called off. The services thereupon were resumed 
nd negotiations were reopened. It is reported that the colectivo 
wners have declared that they are not opposed to nationalisation 
ut that they consider the latter is bound to fail if the services are 
taken over in accordance with the terms of the existing Transport 
‘o-ordination Law. Some reference to the opposition of the colecti 
wners was made in our May 8issue, page 547. According to Revista 

Estadistica de la Municipalidad, during the first six months of the 
urrent year the average daily number of colectivos in operation in 
the City of Buenos Aires was 2,978, compared with 1,235 buses, and 
vith 1,829 trams. The comparative number of journeys made 
uring the same period by these three modes of transport was 
s, 5,212,971; buses, 1,872,515; and trams, 2,381,662. Of 
of 638,822,613 passengers carried by all the services during 
period, 221,365,133 used colectivos. These figures show that 
e latter, despite their smaller capacity, are, due to greater 
peed and ubiquity, the most popular mode of transport. During 
esame period the aggregate receipts of all the Buenos Aires public 
unsport services (excluding the railways) amounted to 71,653,153 
SOS £4,299, 186 Of this total 16,125,155 pesos £967,506) 

from trams ; 5,589,680 pesos (£335,376) from underground 
s; 18,741,678 pesos (£1,124,496) from buses and 30,705,915 
s (£1,842,354), or 42 per cent., from « 














All-Welded Boilers ? 


[ 1935 the Delaware & Hudson Railroad, in conjunction with 
the American Locomotive Company, completed the first loco- 
tive boiler ever to be entirely welded, and since September, 
937, the engine to which this boiler was fitted has been in 
ful operation in general freight service on that railway. 
iler, which carries a working steam pressure of 225 Ib 


r sq. in., is designed with a factor of safety of five; it has a 
urel section conical in form with a diameter of 7 ft. 4 in. at 
nt, increasing to 7 ft. 10 in. outside at the firebox end. 
firebox is of the round-top wide type, radially stayed. A 
ngle plate 17 in. thick is used for the barrel, which has a 
ngth of 13 ft. 9 in At the foundation ring the firebox is 


9# in. long and 10 ft. 3 in. wide outside the wrapper. 
longitudinal and circumferential seams are double butt 


ind are allowed an efficiency of 90 per cent. The back 

te of the outer firebox is flanged deep enough to bring the 
joint with the outside wrapper between two rows of 
Its. The front tube plate is circular, welded against a ring 


nto the front end of the barrel to which it in turn is 
[he internal firebox, of steel, is entirely welded, which, 
vever, forms no departure from modern practice. Such is a 
ty brief description of a development in boiler construction 
ich must be of outstanding interest to locomotive engineers 
working out the design of this boiler, and equally in its 
rication, the greatest care was very naturally taken, for 
though the welding of inside fireboxes has been practised with 
ess now for some years the application of the same principle 
construction to the boiler shell of large size, which must 
nd an internal pressure of as much as 300 lb. per sq. in. is 
tv different matter. 
[he Delaware & Hudson boiler was built from designs approved 
the Bureau of Locomotive Inspection, Interstate Commerce 
mmission, and the Committee of Locomotive Construction 
R.A. as well as by representatives of the three leading locomo- 
builders; in addition the American Welding Society was also 
nsulted. All welding work was subject to X-ray examination, 
| after the entire shell structure was completed, and before 
inner firebox was applied, the boiler was stress relieved in an 
ealing furnace by being brought to a temperature of from 
100° to 1,150° F. and allowed to cool in the furnace. Hydraulic 
tessure was applied first to one and one-half times, and finally 
ice, the working steam pressure. After completion this 
was used as a stationary boiler for a period of six weeks 
te being fitted to a locomotive, and even then it was some 
nths before the engine went into normal service. In view 
the increasing use being made of welding in very many dif- 
nt directions this example of its use is of great interest and 
ortance. The present trend in locomotive practice is mainly 
rected towards the use of higher steam pressures which in 
junction with high degree superheating and large valves rela- 
é to cylinder dimensions has revolutionised performance, both 
wm the point of view of power output and efficiency. It 
ows, therefore, that if by improved construction the weight of 
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boilers can be reduced for given dimensions and pressures, a 
considerable step forward will have been taken. Welding offers 
a means of accomplishing this by eliminating the considerable 
weight of material comprising lap joints and the inner and 
outer welt strips for the longitudinal butt joints, all of which 
may be said to be surplus to the material required for given 
overall dimensions. No doubt progress towards the universal 
use of the all-welded boiler will be slow; it is not a matter ‘with 
which chances can be taken, but the results achieved with the 
American boiler are certainly sufficiently encouraging to warrant 
attention being given to this new method of boiler construction. 


Overhead Electrification in Wintertime 


Vy ARI JUS methods have been devised in this country of dealing 

with the coatings of ice which form, in certain wintry atmo- 
spheric conditions, on the conductor rails of electrified tracks, 
but the limited extent of overhead electrification in Great Britain 
has not as yet brought the similar problem of ice-coated contact 
wires into equal prominence. If ice accumulates thickly on con- 
ductors, the arcing can become so severe as to damage the wire 
seriously by burning and pitting; collector shoes also have at 
times been burned in two in this way, and their roughened 
surfaces are likely to damage the contact wire and destroy its 
fine polish. The weight of accumulated ice distorts the vertical 
alignment of the catenary system, increasing the sag of the wire 
to such an extent that the collector shoe may skip and arc 
it the suspension points, a trouble intensified by the sluggish 
iction of the pantographs in such weather conditions. With 
inclined catenary construction on curves, the increased static 
load may also distort the horizontal alignment sufficiently to 
pull the wire out of contact with the collector shoes over long 
distances. This is best provided against by using shorter spans 
on curves, or adequate bracing to take care of horizontal sway, 
although the latter may have an adverse effect in augmenting 
the vertical ‘‘ dancing ’’ of the heavily-loaded wire that becomes 
so troublesome if the ice accumulation is accompanied by high 
wind. In extreme cases such dancing has been known to wreck 
the catenary system altogether. Ice accumulation on panto- 
graphs and collector shoes may add so much weight as to coun- 
teract the spring tension which holds shoe and wire in con- 
tact; or the pantograph may fail to rise after it has been 
depressed to its maximum when passing under a bridge or 
through a tunnel. It is possible to augment the pressure of the 
pantograph spring by air pressure, but this needs to be done with 
caution, as the whole contact system may be affected by 
excessive pressure. 

Various methods of dealing with severe contact wire icing 
were described in a paper entitled ‘‘ Sleet Problems on Electrified 
Railroad,’’ read recently by Mr. H. F. Brown, Assistant Elec- 
trical Engineer of the New York, New Haven & Hartford Rail- 
road before the American Association of Electrical Engineers. 
In some cases it has been found possible to coat the contact 
wire with some waxy or greasy substance which in a light rain 
will not become sufficiently wet to allow a continuous film of 
moisture to form, but causes the water to collect in drops; this, 
however, is only likely to be effective in light ice storms of 
short duration. One particularly exposed length of track with 
overhead equipment is over the Hell Gate Bridge, by which New 
Haven trains obtain access to the Pennsylvania station in New 
York; this carries four tracks, two passenger and two freight, 
and is approached by lengthy viaducts on either side. The 
traction power is cut off from these lines, one at a time, and 
exchanged temporarily for current at a slightly raised voltage 
passing between two supply stations several miles on each side 
of the bridge. Sufficient amperage is passed through each con- 
tact system to raise its temperature approximately 10° F., and 
this is enough to melt the deposit; ice formed on the feeders is 
removed in from 6 to 10 min., and from the catenary in about 
twice that time, depending on the weather conditions. A second 
method is to circulate ample currents at low voltage through 
isolated sections of the contact system by means of special trans- 
formers; a third is to pass a current of about 800 ampéres 
through one feeder circuit at a time to a controlling water 
rheostat and thence to earth, but this, while less costly to instal 
than the transformer method, is wasteful, for the rheostat 
ibsorbs some 95 per cent. of the power, leaving only 5 per cent. 
for heating. Dense traffic, of course, is the simplest remedy, 
for in such conditions the collectors scrape or shake the ice off 
the wires before it has a chance to build up to a troublesome 
thickness; but if this density is of passenger traffic only, it 
usually falls off through the night hours, and the only remedy 
then is to run a special car or locomotive to and fro over the 
affected route to prevent ice formation. Accumulations of ice on 
pantographs and shoes can be dealt with by raising and lowering 
them at frequent intervals, by their operating mechanisms, but 
not on long high-speed runs. 































































































































514 







LETTERS TO THE EDITOR © 


(The Editor is not responsible for the opinions of correspondents) 


Comfort in Austerity 


London, S.W.1 

Nov. 11 

lo Epitor OF THE RAILWAY GAZETTE 
Sir,—As a member of the public, interested in locomotives, 
I have gained much amusement in the past from technical descrip- 
tions of locomotive design which have appeared in the daily press, 
but I feel that some paragraphs on the “ austerity ’’ locomotive 
have gone too far, and need correction. For example, in one daily 


newspaper, the statement is made that soft have been 


THE 


seats 


fitted for the first time in history Chis is quite untrue, as padded 
seats, backs, and arm-rests have been fitted on thousands of 
locomotives built in this country for overseas during the past 


twenty-five years 
It is perhaps too much to hope that the popular press will report 
technical detail with accuracy, and the informed section of the 
public reading your journal is not likely to be misled 
Yours faithfully, 
R. BROWN 


Railway Wagon Pool 


50, White Lane, 


Chapeltown, Nr. Sheffield. Nov. 14 


To THE Eprtror oF THE RAILWAY GAZETTI 
Srr,—With reference to the article in your October 23 issue 
and your editorial comment in the current issue, I note what 


you say, that the whole point of the article was not the financial 
aspect but the necessity for the Government to take all practical 
steps to secure a more expeditious unloading of wagons. In view 
of that I will not touch on the financial side except briefly to say 


that Mr. Impey is quite correct in his submission. 

With regard to the unloading of wagons, I cannot think that 
there is any trader who is not fully aware of the urgent neces- 
sity of a quick turn-round, and there can be very few of them 


who are not doing their utmost to help in this matter, always 
excepting, of course, cases which are beyond their control. 

rhe value of the article in the issue of October 23, however, 
is reduced to negligible proportions by the statement that “‘ it 
is well known that when the railways deal with transport, 
unloading, and delivery, the rate of turn round of wagons is 
much faster than when vehicles are sent to private sidings and 
are unloaded by consignees.”’ 

My only comment on that 
nonsense as every trader who 
siding knows perfectly well. 


statement is that it is sheer 


uses both station and private 
Yours faithfully, 
H. R. CAULFIELD-GILES 


It would be interesting to know how our correspondent can 
make such a sweeping assertion in regard to the financial result 
of the requisitioning of wagons when insufficient information is 
available to enable this to be done in official quarters. Similarly. 
his experience of the turn-round of wagons differs from that of 


the railway companies.—EpD. R.G. 
The Goats and the Sheep 
15, Savoy Street, 
London, W.C.2 Nov. 17 
To THE EpITOR OF THE RAILWAY GAZETTE 
Sir,—I have had my attention drawn to an editorial under the 


heading of ‘‘ The Goats and the Sheep ”’ published in your issue of 
November 13, and commenting on the arrangements for the 
institute luncheon on November 3 In the first place, may I say 
that no similar comment has reached me, either directly or 
indirectly, so that I am satisfied that feelings such as you suggest 
have never entered the minds of the members of the institute 
as a whole. In all respect to your editorial opinion, and with 
the desire to clear up what appears to be an unfortunate mis- 
understanding, may I put the position to you as I know it to be 

In the first place, these institute luncheons are not in any way 
affairs of ceremony; they are arranged as the most practical 
means of carrying on an important side of the institute’s work 
and bringing members together under wartime conditions. The 
lunch itself is incidental to the address which follows it, and there 
has never been any intention on the part of the Council of the 
institute that a reception should be held before it : on the contrary, 
the whole idea has been to occupy the least amount of the working 
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time of those attending and to observe a fitting simplicity ag. 
regards both fare and ceremony . 

It was entirely because of the large attendance at the last 
luncheon that I was concerned as to the best means of making 
sure that the institute’s distinguished visitors were suitably 
welcomed on arrival, and with this end in view I did ask them to 
proceed in the first instance to a small room, where, at my request 
three Past Presidents, a Vice-President, and a former Vice-|’resident 
greeted them on behalf of the institute, and I was waiting in the 


entrance ‘to receive the Minister. In fact, while waiting for the 
Minister I did have the pleasure of being able to gree large 
number of the members and their guests, but this was entirely 
informal and in no way a reception in the accepted sense of the 


word 
As one can appreciate from subsequent events, the Minister 


was at that time subject to exceedingly heavy pressure of work 
and our one desire was so to arrange matters that his acceptance 
of the institute’s invitation should involve him in the loss of littl 
more time than a normal lunch-hour To achieve this, it was 


essential to get our great company seated in good time and in 


fact we were able to do so to coincide with the Minister's arrival 
and so achieve our object 

You will forgive my dealing with the matter at some detail 
but I am most anxious that there should be no possible mis- 
understanding as to what you rightly describe as a very successful 
affair. The only regrettable incident which has come to my know 


ledge was the exhibition of temperament by the amplifying appa- 


ratus, which went dead at intervals and may have interfered with 
the clear hearing by some of part of the Minister’s most interesting 
speech 
Yours faithfully, 
J. B. NICHOLL, 
President, The Institute of 1 

We appreciate Mr. Nicholls courtesy in writing so fully But 
that there is another point of view is evidenced by the following 
comment received from a member of the institute: I was 
delighted to see in this week’s RAILWAY GAZETTE the editorial 


referring to the meeting of the Institute of Transport on Novem- 
ber 3. I particularly wanted to speak to two of the members 
who were at the top table, and got there a little early as I had a 
guest coming later, and was very disappointed that neither of 
the two I wanted to speak to could be contacted. I thoroughly 


appreciate the paragraph and hope it will do a bit of good.’’— 
Ep. R.G. 
Railway Services and Charges 
12, St. John’s Park, S.E.3 

Nov. 1 

fo THE Epitor oF THE RAILWAY GAZETTE 
Sir,—Although I agree with almost all that Mr. Thompson 
has written on this subject in your columns, and have read 
with considerable amusement what I suppose must be con- 
sidered the “‘ official’’ reply to his and Mr. Courtauld’s 
criticisms, I still feel that his remarks on the Waverley route 
are not fair. These ‘‘ alternative facilities ’’ have not been 


‘ scrapped,’’ and they were maintained at a high level for some 
fourteen years, during which period they were really not used 
sufficiently to warrant the maintenance of the full service. This 
was why I mentioned, as a fact of some historical interest, the 


‘ guarantee ’’ payments, which actually applied (originally) t 


three services—the Edinburgh portions of the 9.30 a.m. and 
1.30 p.m. from St. Pancras (the former made the original 2} hr 
non-stop run from Carlisle to Waverley) and the 7.30 p.n 


’* The last-named train was even kept on 
(with disastrous results financially!) for one or two winters, t 
give it every possible chance of establishing itself I must 
add, too, that after grouping, these facilities were not worsened 
without a struggle, for by combining the 9.30 and 10.40 a.m 
‘‘up’’ services from Waverley into one train at 10.5 (the 9.30 
was a competitive non-stop train of the 1901 programme, and had 
practically no connections from north of Edinburgh) it proved 
possible to restore the afternoon service of pre-war years. This 
timed to leave Waverley at 1.50 p.m. and arrive at 
Pancras at 11.10 in the summer of 1924, but it was again 
poorly patronised, and expired in the autumn of 1925. 

I agree with Mr. Thompson about the 11.30 summer service 
from Euston. It has been a real loss, even though the through 
portions it carried from Lancashire to Scotland were restored 
at 4.15 from Preston. But many new facilities were vetoed, in 
the period after 1919, on the somewhat illogical ground that the 
carryings, by services already worsened and rendered less attrac- 
tive, did not justify improvement, and many of the restore¢ 
trains were altered and decelerated before they had time t 
re-establish themselves. All this, of course, was part of that 
curious policy which tried to arrest a decline in passenger trafic 
hy ‘‘economies’’ and reductions of mileage which made the 
quality of the goods on offer to the public very much worse, an¢ 
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anv closings of branches and eliminations of familiar services 
must be put down to the panic legislation of that period. But 


ithough no facility can be withdrawn without some individual 
f hardship—whether it be a passenger from Child’s Hill 


, Charing Cross (Mr. Sekon is of course correct about the 
st. Pancras and Mansion House service of 1880, and my Midland 
timetable of June, 1880, has the note ‘‘change at Earl’s Court for 
Mansion House ’’) or Oxted to Dunkeld—it seems to me wiser 


instance only the loss or worsening of services of proved com- 
ercial value. And they are many. 
Mr. Thompson is rightly concerned about the future position 
fares When the railways, anxious not to abandon the 
sic rate Of 13d. per mile, introduced the penny-a-mile monthly 
turn ticket, they gradually added to this ‘‘ concession’’ a 
of specially reduced rates (for single as well as return 
various areas, many of them unknown outside that 
nd consequently useless to the long-distance passenger. It 
1s a complicated system, and must have absorbed in ‘“‘ over- 
ids ’’ much of whatever revenue it earned. I hope that 
ve I see in future a much lower basic fare, with fewer excep- 
nal bookings, though perhaps with some form of supplement 





urneys) 1n 


nee 


rt use of the fastest trains, provided that the supplement 
es t press too hardly on the long-distance passenger and 
ison-ticket holder We have already admitted the principle 


rat the passenger must pay for speed (though, as Mr. Thompson 

s pointed out, the ‘‘ Bristolian’’ was an exception to the 

ind it would be logical to offer a cheaper rate to people who 
content with a lower standard of speed and comfort 
Yours faithfully, 


R. E. CHARLEWOOD 


Locomotive Lineaments 


Home Farm, Leamington-Hastings, 
Nr. Rugby. Nov. 19 


[To RAILWAY GAZETTE 


Your 
most 


THE EpiTorR oF THI 


lineaments 
Maxwell 


correspondence as to locomotive 
the latest letter from Mr 


recent 
interesting 
rely merits some reply. 
Mr. Maxwell asks, nay, 
1 prefer Mr Urie’s 4-6-0s 
Dare | that, to my 
locomotives are not in any 
the ‘‘ King Arthurs ’”’ 
outline to one almost 
three main 


SIR 


roves 


demands, to know what man 
to Mr. Maunsell’s ‘‘ King 
mind, the clean lines of the 
way rivalled by the latter 
a gradual transition from a 
entirely Maunsell, and which 
stages: (1) the addition of the stan 
Urie’s 736 ’’ class; (2) the first batch of 
proper, with standard fittings, but retaining 
the latest batches with the certainly admir- 
Maunsell cab. Although the last-mentioned is the most 
some of the three, I do not think that it quite approaches 
beauty of outline manifested by Mr. Urie’s ‘‘ 736’ class of 
press locomotives, which also were not marred by _ the 
sightly deflector-plates which hide the whole beauty of the 
the ‘‘ King Arthurs,’’ and other classes. Loco- 


end of 
tive beauty to me seems to consist of a harmonious combina 


even 





Say 


VE in 
Urie 
es place in 

himney to 
King Arthurs’ 
Urie cab; and (3) 





f 


various components producing an outline which is 
ising to the eye As, however, we never all see entirely eve 
eye, I am of the opinion that there will always be som 
vergence of taste, not only in the matter of locomotive beauty 
. the 


uughout the whole world of art 


Yours faithfully 


J. H. OWEN, A.M.I.MECH.E 


7 r 
When L.N.W.R. Suburban Traffic Was Sparse 
London, W.C.1 
October 27 
To 
SIE {propos the recent correspondence in your columns con- 
ning the paucity of suburban traffic in the London area in the 
tly years of the railway era, and its extensive growth during the 
ind 80’s of last century, a good example is provided by some 
ks in the article entitled ‘“‘ The Story of Euston,” by D. S 
which was published in your sister paper, The Railway 
lagazine, in July and September, 1937. He pointed out that the 
ty limited platform accommodation at Euston provided at the 
e of its opening remained virtually without enlargement until 
2; there was only one arrival platform. Even in 1872, however, 
| traffic was very scanty, and there was little or no attempt to 
ourage it. He continued : 
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In the early ’sixties Kilburn was the only important local station 
the London area, and only two or three trains a day called at 
llesden, at a ‘ station ’ slightly to the south of the present one 





THE RAILWAY 








GAZETTE al5 
At that period, however, some attempt was made to develop loca 
traffic between Euston and West London, following the opening in 
1862 of Kensington Station (now Addison Road), in connection 
with the South Kensington Exhibition. 

“A service of trains was put on in 1863 between Kensington, 
Kilburn, and the ticket platform at Camden (Chalk Farm), where 
passengers crossed over a footbridge to join the North London trains 
at their then terminus, Hampstead Road, which about that time 
was renamed Chalk Farm. In May, 1863, the Kensington service 
was extended to Euston, where the trains used the ‘ short platform ’ 
(now No. 7, and still known as ‘ the Kensington Bay’). Special 
through trains were also run on Saturdays and Mondays to the 
Crystal Palace by way of the West London Extension line; and, 
beginning in July, 1865, a short-lived train service was put on 
between Euston and London Bridge via Kensington, Chelsea, 
Battersea, Vauxhall, and Waterloo. These trains passed through 
the middle of Waterloo (L.S.W.R.) Station, and reached the South 
Eastern line by means of the connecting spur demolished with the 
rebuilding of Waterloo.” 

Referring to the period about 60 years ago, Mr. Barrie continued: 

‘“The suburban problem was beginning to raise its head. In 
1883, therefore, Parliamentary powers were obtained to enlarge the 
station considerably on its west side.” 

“The departure side enlargement took from 1887 until 1892 to 
complete ; at the same time a further addition was made to the 
east side (by the construction of the wooden island platform Nos. 4 
and 5) which was originally intended for the growing local traffic, 
and it was brought into use in 1891. 

Che five additionai platforms, completely roofed over and with 
separate booking offices and an independent cab entrance from 
Drummond Street, were completed and brought into use on July 1, 
1892.” 

The two decades covered by the period from 1872 to 1892 embraced 
the great period of the growth of suburban traffic. At the beginning 
there was only one arrival platform at Euston; at the end the 
station had practically assumed its present size and form. 


Yours faithfully, 


CHARLES E. LEE 
Train Services of 1880 
135, Ladies Mile Road, Patcham, 
Sussex. Nov. 20 
To THE EpITorR or THE RAILWAY GAZETTE 
Sir,—With reference to Mr. N. H. Bayley’s letter in your 


November 13 issue, the Midland was enabled to work via Stud- 
land Road and Hammersmith by means of a short curve from 
South Acton Junction, turning eastwards to Acton Lane Junction 
(known locally as the ‘‘ Midland Curve ’’), which was opened in 
1878. The Childs Hill—Gunnersbury service followed the route 
of the North London Line trains, that is, deviating westwards at 
South Acton Junction to Gunnersbury. This service was inaugu- 
rated in 1894 and withdrawn in 1903. Thus, the Midland’s 





passenger ventures in the western environs of the Metropolis 
were brief. 

At one time, the L.S.W.R. line Studland Road—Gunners- 
bury—Richmond was one of the most cosmopolitan in the 


London area; it was used by the passenger trains of five distinct 
companies, that is L.S.W.R., Metropolitan District, Metro- 
politan, North London, and Midland. 

The opening of the West London Extension Railway in 1863 


enabled the L.N.W.R. to commence a service from Euston to 
London Bridge; the trains used a connection at Waterloo 
Station which formed an end-on junction with the S.E.R. off 


old main-line platform road No. 3. When the connection was not 
in use, the platform road was bridged by a movable platform. 
The service was withdrawn after a very short life. Perhaps this 
is the service which Mr. Bayley has in mind. In 1878, Waterloo 
Station certainly 


was enlarged, but I was unaware of any 
L.N.W.R. service using it at that time. 
Yours faithfully, 
P. E. DAVIS 








Swiss FEDERAL RarlLways REcEIPTs.—The official German news 
agency, quoted by Reuters, states from Zurich that traffic receipts 
of the Swiss Federal Railways for the period January 1- 
September 30, 1942, amounted to fr. 341,300,000, compared with 
fr. 333,600,000 for the same period last year. Passenger traffic 
accounted for fr. 131,200,000 (fr. 119,800,000), and baggage, live- 
stock, goods, and postal traffic for fr. 200,200,000 (fr. 204,800,000). 
Net working expenses amounted to fr. 202,300,000 (fr. 182,200,000), 


compared with an estimate of fr. 177,500,000. 
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The Serap Heap 


A Christmas card showing one of the 
‘Merchant Navy” locomotives is 
being sent to each member of the staff of 
the Southern Railway who is a prisoner-of- 
war 


class 


* * x 


During the months of September and 
October last, a total sum of £62 10s. 24d. 
was deposited by passengers in the uncol 
lected-fare boxes recently installed in trams 
in Edinburgh 

* * * 


PRIVATE ENTERPRISE 

It is refreshing to read a dispassionate 
account of the past, present, and possible 
future of private enterprise, and the two 
admirable articles in The Times should 
help to bring into focus a good many 
ideas that have been deranged by political 


faith. But in all discussions of this sub- 
ject too much emphasis is put on the 
word private. What matters to us, as 


our past has proved, is the word enter- 


prise ‘‘ Where there is no vision, the 
people perish.’ Enterprise is vision in 
action.—Mr. John Gloag in a letter to 


The Times.’ 


* * 


To assist in easing the country’s food 


position, the Italian State Railways encour- 
age agricultural and horticultural activities 
among their personnel by placing railway- 
owned areas at their disposal for cultiva- 
that 


tion. It is stated areas surrounding 








ANOTHER EARLY 


RAILWAY CREST 


Full-size reproductions of the engraved crest on 
the company’s share certificates (above), and of 
the corporate (below), of the Croydon, 
Merstham & Godstone Iron Railway Company. 
It was incorporated by Act of May 17, 1803, and 
built a_ horse-operated line from Croydon to 
Verstham, which eventually passed into the hands 
of the London & Brighton Railway in: 1838. 
Part of the original course is occupied for the 
present main London-Brightgn line. 


seal 
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linemen’s houses which have been turned 


over to horticultural production total 
22,475,000 sq. ft.; or an average of about 
3,250 sq. ft. a house. Lineside areas to the 
extent of 136,813,500 sq. ft. have been 
placed under cultivation by railway per- 
sonnel belonging to the ‘‘ Dopolavoro 
Ferroviario’’ (Railwaymen’s Leisure Or- 
ganisation), and an additional 24,318,500 
sq. ft. have been cultivated by the Milizia 
Ferroviaria (Railway Militia). The products 
are placed at the disposal of their growers 
within limits, above which they must be 
given to the canteens of the ‘‘ Dopolavoro.”’ 
Due to the use of castor oil as a substitute 
lubricant, the cultivation of castor oil 
plants also is encouraged; the area so 
cultivated is said to measure 740 acres. 


* * * 


DISTINCTION 

Official quarters are agreed in applauding 
‘legitimate relaxation.” They are also 
agreed in condemning “ pleasure-seekers.”’ 

Initially, it was a little difficult to per- 
ceive the distinction between ‘‘ legitimate 
relaxation "’ and “ pleasure-seeking "’; but 
complainants whose enlightenment I sought 
found no such difficulty. When in off-duty 
hours, they entertainment provided 
by the labour of others, that is ‘‘ legitimate 
relaxation When others, in off-duty 
hours, call upon their services as incidentals 
to entertainment, that is “ pleasure-seek- 
Poulton in the ‘* Newcastle 


seek 


ing.’’—Wllian 


Journal 


* * . 
LONDON TRANSPORT BLACKOUT WARNINGS 
Blackout a.m., when London 
work Blackout p.m., when London 
home. Therefore, London Transport has 
given Londoners a word of advice about 
the dangers of the streets. \ series of five 
coloured posters warns and 
pedestrians in the following terms : 


goes to 


goes 


passengers 


Pause as you leave the station's light 
And you'll see better in the night. 


A flashing torch is dangerous, 
Wave something white to flag the bus 


When alighting wait until 
The bus is really standing still. 


When you're walking home at night 
Wear or carry something white. 


Although the door you've opened wide 
Make sure it is the platform side. 

The posters have been designed by Bruce 
Angrave and may be seen at all London 
rransport stations. 

* ” * 


In connection with the retirement of Mr. 
G. Dyall from the position of Acting 
Publicity Officer, G.W.R. (recorded in our 
October 30 issue), the Wovrld’s Press Neu 
recently gave the following details of 
G.W.R. publicity development, and of the 
part which Mr. Dyall has played in this 
connection 

Pictorial posters have played a great part 
in G.W.R. advertising. The first appeared 
in 1888—an eight- to ten-colour reproduc- 
tion of a coach and four-in-hand travelling 
through Windsor Great Park to Ascot 
Races—the G.W.R. in those days ran 
special trains to Windsor and conveyed 
passengers from Windsor to Ascot by road 

This poster was followed by three annual 


issues dealing with Cornwall, Devon, and 
Wales. Later, the Channel Islands were 
added. Ultimately, the company ran up to 


100 pictorial designs a year. 
The first press party arranged by the 
Great Western concerned the putting into 


the Channel Islands boat service of the 
Roebuck and Reindeer about 1898, when 
representative pressmen made the trip. 


Mr. Dyall says that the publicity which 
resulted was remarkable. 

Station decoration is an activity of the 
Publicity Department. Mr. Dyall helped 
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The workers are fighting 
for victory: don’t fail them 
, Take them to work early 
Keep good time always 
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— 
4n appeal issued by the London Passenger 


Transport Board to its employees 


in the mourning decorations at Paddington 
on the occasion of the funeral of Queen 
Victoria, and had a share in the decorations 
welcoming troops home from the South 
African War 

Other highlights in his publicity career 
have been exhibitions held in Brussels 
Chicago, and New York, and the sending of 


the locomotive Aing George V to the Balti- 
more & Ohio Railroad celebrations—at that 
time it was the most powerful railway 
engine in the British Isles. 
* . x 
Removal of disused tramway rails at 


Burnley has yielded about 1,500 tons of 


steel for scrap. 


* * * 
BUSMEN MINISTER IN TICKET ‘“‘WaR 
Bus conductors who throw tickets on 
the floor, after punching them for pas- 
sengers about to leave, were criticised 
yesterday by Sir Andrew Duncan 
Minister of Supply. He said: ‘* The 


practice results in serious loss of valuable 
material and salvage 
effort generally.’’ 

London [ransport’s comment was 
The Minister overlooks the fact that 
swept out daily when they 
garage and all tickets ar 


discourages’ the 


all 
our buses are 
return to the 
then salvaged 
\ London bus conductor said: “If w 
hung on to a punched ticket because 
passenger is leaving the bus that minute 
a risk of someone accusing us 0! 


we'd run 

trying to sell it over again 
* * * 

N.B.—The Gauge of the Trains on the 

Windsor branch is uncertain.— From G.W.R. 
Service Timetables, November, 1874 


+. © * 
[ AILPIECE 
Passengers who “ pointedly refuse 


sit next to quislings or Germans on 
wegian trains are liable to be put off 


Nor- 


Since right is might, they put him of! the 


train 
Who pointedly refused to sit between 


\ qguisling and a Hun. Yet why com 
plain 
They bade him take the air, and air! 


clean. 
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OVERSEAS RAILWAY AFFAIRS 
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(From our correspondents) 


WESTERN AUSTRALIA 


Women Staff for Perth Tramways 
It has been found increasingly difficult 
in recent months to keep the traffic staff 
f the Perth & Metropolitan Tramway 
system at a sufficiently-high level to main- 
tain existing services; and new bus ser- 
vi which have been approved, have not 
commenced due to inability to obtain 
lecessary operating staff. Numerous 
n ds have been tried for the recruitment 
f additional staff, including the raising of 
the age-limit for newly-appointed employees 
to 50 years, and reduction of the medical 
standard below that previously required, 
it the results of these expedients have 
d insufficient to meet all require- 
[The Perth Tramways are Government- 
wned, and operated under the control of 
he Commissioner of Railways, and the 
view of the 
position which has arisen, to employ a 
mber of women conductors to make up 
leficiency In announcing the decision 
») employ women on the tramways, the 
Minister for Railways (the Hon. E. Nulsen, 
M.L.A.) said that they must be prepared 
to do the same work as men, and would 
eive the same rates of pay Preference 
ild be given to the wives and nearest 
latives of tramwaymen who already were 
sted in the Armed Employ- 
would be temporary, as the women 
vould be replaced by returning soldiers if 
when the latter were available and fit 
the work \pplications have been 
ted from women desirous of being con 
1 for positions as vacancies occur, 
t is expected that approximately 50 
en will be engaged as soon as possible 
certain preliminary arrangements have 
n made 





Fx yrces 








CANADA 


Combined Railway Results 
Phe Dominion Bureau of Statistics 


ts that combined Canadian railway 
nues reached $55,246,526 during the 
nth of June last, the highest figure for 


month of June, and exceeded only 

vy the figures for October and November, 
1928 In June, 1941, combined revenues 
ied $44,817,003 On the other hand, 
rating expenses amounted to 
$39,418,762, which also represented a 
rd for any month of June, and com- 
pared with $32,121,970 for the correspond- 
month of last year. Operating income 


reased to $11,696,095 in June, 1942, 
m $9,976,382 in June, 1941. 

Calgary Tramways 
Because of petrol rationing and tyre 
tage, the municipal tramways in 


iry (Alberta) have greatly increased 
l earnings It was expected that the 
surplus for 1942 would be about $19,000, 
ut up to the beginning of August the sur- 

ictually achieved was nearly $80,000. 


Air Service in North West 
new air ports between Edmonton 
White Horse which are being built by 
e Canadian Government, and are closely 
ssociated with the Alcan Highway, are to 
used exclusively by Trans-Canada Air 
Anes (the C.N.R. associate), according to 
recent announcement. The other air line 
perating to the Yukon and holding the 


mail direct is the Yukon Southern Ai 
[ransport Limited, a unit of the Canadian 
Pacific Air Lines Limited. Its recent 
activities were recorded in THE RAILWAY 
GAZETTE of July 17, page 56. 


New Highway for Western Canada 

It was recently announced in the Cana- 
dian that the proposed highway, 
112 miles long, to connect Prince Rupert 
with the British Columbia and _ Trans- 
Canada highway systems, will be built in 
eight sections, and that the contracts have 
been awarded to seven Canadian firms 
The highway will connect with the British 
Columbia road system at Cedarvale, B.C., 
and will be joined to the Trans-Canada 
Highway by existing roads through Hazel- 
ton and Prince George, and the Cariboo 
Highway connecting with the Trans-Canada 
Highway at Cache Creek. A gravel surface 
will be used, its thickness depending on the 
severity of the gradient. The sections 
awarded individual contractors range in 
length from 11 to 18 miles; the longer 
sections are those with somewhat lighter 
work. he contracts call for the comple- 
tion of the work by March 31, 1943 


press 


UNITED STATES 


Length of Trains 

In a number of American states individual 
state laws are in operation restricting the 
maximum length to which trains may be 
made up. The restrictions exist chiefly in 
states in which there are long and severe 
gradients through mountainous country ; 
in some instances the limit is to 14 or 16 
coaches in passenger trains, and to 70 bogie 
wagons in freight trains \t various times 
been brought against railway 
companies 1n state courts, and fines imposed 
for infringement of this legislation. The 
Interstate Commerce Commission, acting on 
behalf of the Federal Government, now has 
laid it down that these rules are to be dis- 
regarded by the railways concerned, during 
the present emergency, to reduce the waste- 
ful use of locomotive power and speed up 
transportation. 


cases have 


B. & O. RR. Reorganisation 

From October 1 a reorganisation took 
place of the administration of the Baltimore 
& Ohio Railroad Company. Previously the 
line had been divided, for administrative 
purposes, into two districts, the Eastern 
and Western Lines respectively. Now 
there are three regions, each with its own 
General Manager, Superintendent of Trans 
portation, Superintendent of Motive Power, 
Maintenance of Way Engineer, and Division 
Superintendent ; the position of General 
Superintendent has been abolished. The 
Eastern Region, with headquarters at 
Baltimore and of which Mr. F. G. Hoskins 
is General Manager, comprises the Balti- 
more, Baltimore Terminal, Cumberland, 
Monongah, and Wheeling Divisions. Next 
comes the Central Region, of which Mr. 
J. D. Beltz is the General Manager, with 
headquarters at Pittsburgh; this com- 
prises the Pittsburgh, Buffalo, and Akron- 
Chicago Divisions At the south-western 
end, with headquarters at Cincinnati, is 
the Western Region, with Mr. F. B. Mitchell 
as General Manager; this consists of the 
Newark, Ohio, St. Louis, Toledo, and 
Indianopolis Divisions Each region covers 
about 2,100 miles of line. Administration 
in the New York area, comprising the New 
York Terminal Lines, has been separated 
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from that of the three regions mentioned, 
and is in charge of Mr. C. M. Shriver, 
General Manager of the New York Terminal 
Region. 


Christmas Trees in 1942 

So great a part is played in American 
year-end celebrations by the festive Christ- 
mas tree, that it has become necessary this 
year to lay down special regulations as to 
its transport, in order that the movement of 
war material may not be hampered. The 
use of the flat wagons and gondola wagons 
required hitherto for this traffic, which is 
always on a considerable scale, therefore 
has been forbidden, and the use of live- 
stock wagons for the purpose is also likely 
to be banned, for an exceptionally heavy 
movement of livestock is expected in 
December this year. Christmas trees there- 
fore will have to travel in box wagons or 
motorcar wagons, although in fact there 
is nothing novel in this, for part of the 
traffic has been handled quite satisfactorily 
in this way in the past. 


Sleeping Car Sections 

In the convertible type of sleeping car 
which, although being replaced gradually by 
single-room cars of various types, still 
forms the major proportion of the sleeping 
accommodation in North America, it has 
been possible hitherto for a passenger to 
retain the exclusive use of a “ section’ 
that is to say, the upper berth is folded out 
of use and the lower berth only is used. 
Such an arrangement considerably increases 
the space at the passenger’s disposal, and 
for this monopoly he pays a supplement 
midway between the lower berth charge 
and the combined charge for a lower and an 
upper. Current demands for accommoda- 
tion are so great, however, that on August 15 
the sale in advance of section accommoda- 
tion for single occupancy only was dis- 
continued by the Pullman Company. In 
the event of an upper berth not having 
been sold, a passenger in the lower berth 
may still have the exclusive use of his 
section on paying the difference in the 
rates to the Pullman conductor; or any 
vacant section may be sold to a traveller 
desiring it who has not booked in advance 


SPAIN 


Trolleybus Development 

The use of the trolleybus is rapidly being 
extended to most of the principal cities in 
Spain Recently, new routes were estab- 
lished in Barcelona, and it has now been 
announced that the Valencia Tramways 
Company proposes to convert the Godella 
line for use by trolleybus, and that the 
company contemplates a very wide exten- 
sion of the system over allits rural lines ; 16 
vehicles have already been ordered. In 
Cordoba a new company has been formed, 
in which the municipality is interested, for 
the establishment of a trolleybus service in 
and around the city. In Tarrasa, also, a 
similar joint company has been constituted, 
and the urban system will be extended to 
Matadepera In Jerez de la Frontera the 
town council has accepted the proposal of 
Sr. Rafael Villalba for the establishment 
of a line of trolleybuses in the city. 


Electrification Plan 
Under an Order of the Ministry of Public 
Works dated July 20, instructions are given 
to the General Direction of Railways, Tram- 
ways & Road Transport for the study and 
preparation of a general plan of electrifica- 
tion of the whole railway system, broad and 
narrow gauge, including also road transport 
where possible. The Order refers to the 
possibility and desirability of reduciag the 
consumption of scarce fuels by a generally 

extended use of electric traction. 
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.R. Diesel-Electric Shunting Locomotives—I 


A review of developments in the use of this form of motive power 
from the operating standpoint 


HE object of this article is to review the 
circumstances leading up to the con- 
tinued additions by the London Midland & 
Scottish Railway Company to its stock of 


diesel-electric shunting locomotives, and 
to describe their performance and other 
features from a traffic-operating point of 
view. Technical details have been published 
in past issues of THE RAILWAY GAZETTI 
and engineering aspects were given in a 
paper entitled ‘‘ Diesel Shunting Locomo- 


Institution of 
London on 
>. Fairburn, 


tives presented to the 
Locomotive Engineers in 
April 30, 1941, by Mr. C. I 


Acting Chief Mechanical Engineer, 
L.M.S.R., an abstract of which appeared 
in THE Raitway Gazette, Diese!’ Railway 
Tvaction Supp'ement for May, 1941. The 


extent to which the use of diesel-electric 
shunting locomotives has been extended in 
years by the London Midland & 
Scottish Railway Company may be gathered 
from the following particulars 

rhe first announcement in its 
report that the L.M.S.R 
these units was in 1934, at the end of which 
vear the stock consisted of one locomotive 


recent 


annual 
possessed any of 


only. At the end of 1936 it amounted to 22, 
which figure remained constant up to and 
including 1938—-the last year for which 


pre-war published statistics are available 
Since that date the stock has been increased 


by 31 Further | motives were ordered 
before and during the war, but the con 
struction of all of these has not yet been 
completed. Some of those built have been 
transferred to the Government for use at 
home and abroad 

Sufficient numbers of this type of loco 
motive however, have been engaged in 
traffic over a period long enough to enable 
performance to be judged on a fairly wide 
scale, and the diagram below illustrates 
the rate at which the development has 
taken place 

[The two departments concerned in the 
introductio1 and use ot diesel-electric 


© 180,000 

an 

So 

= 160,000 

z 

= 140,000 

— 

& 120,000 

— 

= 

S 100,000 

# 

S 80,000 

[= 4 

60,000 

% 40,000 

20,000 
0 


T 


7.992 
1934 


LMSR. DI 





1936 


Diagram of L.M.S.R. diesel-electric freight-shunting hours 


traction are those of the Chief Mechanical 
Engineer and the Chief Operating Manager, 
under their respective Vice-Presidents. 
The Chief Mechanical Engineer is respon- 
sible for the design, construction, and 
maintenance of locomotives generally. The 
Chief Operating Manager is responsible for 
the allocation of all classes of locomotives 
to appropriate duties, and for their econo- 
mical usage in traffic, in addition to 
arranging the duties of drivers and fire- 
men, that is, their booked working; he 
deals, as well, through the traffic control 
organisation, with the actual relief of the 
enginemen when necessity arises, to avoid 
their having to work excessively long 
hours : 

The Chief Operating Manager and Chief 
Mechanical Engineer in consultation de- 
cide the recommendations as to numbers 
and types of new locomotives to be built 
each year, in the light of traffic require- 
ments and the breaking-up of worn-out 
and obsolete locomotives ; and, except for 
any suggestions as to new forms of traction 
and improvements in existing types which 
the Chief Mechanical Engineer may deem 
worthy of making, the Chief Operating 
Manager can consider any means which 
will reduce locomotive running expenses 
and bring about greater efficiency in the 
conduct of the work which a locomotive 
undertakes 


Origin of Investigations 
Che sorting and marshalling of wagons 
always has been a big and costly problem 


for all railways-—a necessary evil. There is 
no visible financial return on the outlay 
involved, a very large proportion of which 


is expended on the provision of locomotives 
and crews employed wholly or partly for 
shunting rhe problem of reducing shunt- 
ing costs is constantly under review, and, 
since the grouping of railways in 1923, 
numerous measures have been applied in 
one form or another to further this object, 
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with some success in various ways. The 


magnitude of the subject may be gauged 
from the following examples of annual 


figures for the L.M.S.R. alone (steam and 
all other forms of traction) :— 


ies Freight shunting Percentage of tota| 
engine-hours _ freight engine-hours 

1929 eae 8,680,603 50-02 

1938 =... 7,439,993 50-12 
About 1927 the L.M.S.R. management 
the head of which then was the late Lord 
Stamp, decided that the question of 
‘economical shunting units” should be 
investigated ; the shunting unit, in fact 


forms one aspect of the much larger question 


of reducing shunting costs, from which was 
developed, at the instigation of Sir lrnest 
Lemon, Vice-President, shunting and traffx 
analysis and modernisation of marshalling 


yards and shunting methods. As a wide 
spread investigation into economical shunt- 
ing units normally could not be undertaken 
by executives and staff fully occupied with 
necessary daily duties, the Chief Operating 
Manager of the period detailed a traffy 
operating representative to devote full time 
to this work for so long as might be neces 
sary to carry out research and to make 
recommendations as to development, colla 
borating from time to time as necessary with 
the various sections responsible for traffi 
operating, locomotive workings, engine- 
men’s rosters, and goods terminals Che 
technical side of the question was dealt with 
by the Superintendent of Motive Power 
and the Chief Mechanical Engineer 

It is not the intention here to go into 


detail regarding the entire study of the 
question of economical shunting units 
Wide investigations were made embracing 
four-wheel petrol-driven rail units, road 
shunting tractors with rubber tyres, light 
steam locomotives of the Sentinel type of 
100 and 200 h.p., and diesel locomotives of 
150 h.p. and upwards with mechanica 
etc., transmission Many experiments 


and units were acquired, to 
put them to actual test under practi 
operating conditions In general it can | 
stated that, although some of these units 
met requirements at selected places, such 
were few, and the conclusion reached was 
that for general railway utility and all 
round availability purposes something of a 
greater tractive capacity was needed. It 
also became obvious in the early stages of 
the investigation into economical shunting 
units already referred to that if a motive 
power unit were forthcoming which would 
eliminate or reduce all, or at least some, of 
the disabilities of the steam locomotive i 
shunting machine, there was every prospect 
of effecting economy and improving shunt 
ing efficiency 


were made, 


Initial Research Work 


Che L.M.S.R. itself, through its Mechan! 
cal Engineering Department, was one of the 
pioneers of technical work in this direction 
In conjunction with Haslam & Newton 
Limited and Davey, Paxman & Co. Ltd 


a 400 h.p. 0-6-0 diesel locomotive with 
hydraulic transmission was evolved, and 
extensive trials were made with it 


Although the L.M.S.R. can take credit for 
some of the initial research into the ques 
tion of developing the diesel shunting unit 
it would be unfair to omit reference to the 
several locomotive-building firms whose 
efforts with diesel locomotives of the 150 h.p 
class, incorporating mechanical and hydrau- 
lic transmissions, contributed to the genera! 
fund of knowledge and experience. Without 
making any comparisons, reference should 
be made in this connection to the Hunslet 
Engine Company, Hudswell, Clarke & Co 
Ltd., Harland & Wolff Limited, and 
Drewry Allen Limited, which constructed 
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railway shunting, 
ten were acquired from each firm. 


shunting unit. 
promising degree of reliability and avail- 
ibility, and improvements in design were 
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diesel-mechanical locomotives of about 
150 h.p. which were tried out on shunting 
work over an extended period, thus afford- 
ing both parties useful practical experience. 
In addition, trials were made with a 300 h.p. 
Vulean-Frichs diesel locomotive with 
mechanical transmission. 

\lthough diesel-electric locomotives al- 
ready had made their appearance in 
foreign countries, the conditions generally 
liffered from those in this country. But no 
doubt the strides made abroad, in the appli- 
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that the L.M.S.R. has today standard 
350 h.p. 0-6-0 diesel-electric shunting loco- 
motives, which are meeting all the require- 
ments of the widest range of shunting 
operations. 


Diesel-electric Advantages 


The construction of a _ diesel-electric 
locomotive of a capacity adequate for all 
forms of shunting and capable of meeting 
the requirements of the most exacting 
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could be overcome, or improved upon, in a 
suitably-designed diesel-electric locomo- 
tive : 

(a) In the case particularly of traffic 
yards where shunting goes on for 24 hours 
a day, for six or seven days a week, con- 
tinuity of shunting work is interrupted, 
or extra cost entailed in providing relief, 
by locomotives having to be liberated to 
replenish coal supplies; the frequency of 
this depends again upon the weight of the 
duty, the type of locomotive, and the 








Latest type of L.M.S.R. diesel-electric shunting locomotive 


railway of the diesel 
with transmission, 
speeded up the ideas of locomotive manu- 
turers in Great Britain It so happened 
at a later stage in the investigations 


on to 


pur} OSes 


locomotive electric 


nd trials, well-known manufacturers (Sir 
W. G. Armstrong, Whitworth & Co. Ltd., 
id the English Electric Co. Ltd.) came 


to the field with experimental diesel loco- 
ves, with electric transmission and of a 
ity conforming more closely to that 


yardmasters or other shunting supervisors 
was an achievement of some importance in 
itself, but, having regard to the primary 
object of the investigation already de- 
scribed, that is to say, the quest for econo- 
mical shunting units, it had to be demon- 
strated in what manner economy could be 
made, and improvement in shunting effi- 
ciency effected, by any new type of motive 
power proposed. As a robust shunting 
locomotive capable of standing up to much 









































capacity of the bunkers. A standard 
Class ‘‘3”’ freight tank locomotive has a 
coal-carrying capacity of 2} tons, which 
on the average is sufficient for only one day’s 
(24 hr.) work. 

(b) Fireboxes require cleaning out. 

It should be noted that the above opera- 
tions (a) and (b), together with the replenish- 
ment of lubricating oil and other supplies, 
may be combined, but they render the loco- 
motive temporarily unavailable for shunting 


Diagram showing principal 
dimensions and side and end 


elevation of L.M.S.R. diesel- 





———12.7 


electric shunting locomotive 























hich the L.M.S.R 


for some time had con- 
sidered as its standard shunting locomotive 


the steam 0-6-0 tank engine known as 
iss “* 33 By arrangement, one of each 
these diesel-electric productions was 
tried out thoroughly under all conditions of 


and afterwards a further 


rhe results justified the pioneering work 
f the manufacturers and the perspicacity 
p 


f the L.M.S.R. in its search for the ideal 
From the tests emerged a 






equently developed, with the result 
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hard work, a suitably-designed steam tank 
locomotive is not to be despised, but it was 
well known to those responsible for the 
actual shunting of wagons at marshalling 
yards that the latter possesses certain dis- 
abilities in respect of the economical and 
most efficient conduct of that class of work. 
Although the earliest diesel-electric units 
tried out by the L.M.S.R. did not enable 
all these points to be overcome at the 


outset, it was visualised that there were 
useful potentialities. Below are set out 
various disabilities appertaining to the 


traific- 
was felt 


engine from a 
which it 


steam-shunting 
operating standpoint 





duty even if carried out at the traffic yard, 
which is the pracfice in some instances. 
If they have to run to a locomotive depot 
(often some distance from the yard), the 
loss for shunting duty is prolonged; or a 
fresh locomotive is sent in replacement, 
which means extra cost due to the over- 
lapping to cover the shunting duty by 
additional locomotives and to the necessity 
for men being available. 

(c) Water supplies require replenishment 
at intervals governed by the density or 
weight of the work, and by the size of the 
water tanks. Thus, interruptions to the 
continuity of shunting occur, which in the 
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case of a tank engine may be once or twice 
in an 8-hr. shift. 

(d) Smoke and steam sometimes inter- 
fere with hand and other signals between 
the shunting staff and the driver. 

(e) Steam locomotives normally are not 
equipped for full either-side control by 
regulator, reversing gear, and brakes. 

(f) Fuel is consumed during intervals of 
standing, which vary and are unavoidable 
due to fluctuations in traffic, trains arriving 
and departing, and other engines working 
(according to type of yard layout). 

(g) In hump shunting, pre-determined 
rhythmic movement in propulsion is not 
always practicable 

When consideration was being given to 
the construction or purchase of a standard 
type of diesel-electric general-utility shunt- 
ing locomotive, after the experiments with 
the original models, the Chief Operating 
Manager requested the Chief Mechanical 
Engineer to embody certain improvements 
from the shunting point of view. A brief 
survey of the more important of these 
points is given below, with reasons in 
support thereof : 


To Give Maximum Availability for Shunt- 
ing.—(1) Locomotives to be equipped with 
tanks capable of holding at least a week’s 
supply of fuel oil, in order to avoid loss of 
traffic time in filling up during the day’s, 
or week's, work. 

(2) Lubrication arrangements to be so 
designed as to reduce to a minimum the 
labour and time involved whilst units are 
in service. 

(3) Water for radiator-cooling to be so 
provided as to reduce interruptions for 
replenishment during shunting to a mini- 
mum. 

(4) Facilities to be provided for water 
to be taken when necessary from existing 
water columns, for example, by plumbing-in 
an ordinary tap for use with hose pipe, 
seeing that the “ bag’”’ used for watering 
steam engines would not be suitable. 

(5) Fuel and water intake to be catered 
for in such a manner as to avoid men 
having to climb to the top of the locomotive. 


To Facilitate the Work of Shunters. 
(6) Exhaust to be carried to the tops of 
locomotives and to be emitted in such a 
manner as not to inconvenience the driver, 
either in vision or through penetration of 
fumes into the cab, and so as not to affect 
the shunting staff. 

(7) Any wind-flow or draught given out 
from the engine to be deflected so as not to 
blow up dust and soft ballast. 

(8) Special recess and steps to be built 
into the forepart of the engine bedplate 
on both sides, to give shunters (when it is 
necessary for them to ride for short dis- 
tances in the yard) a better grab and 
foothold than on the steps to a cab. 

(9) A horn or whistle of suitable tone to 
be fitted to give warnings when necessary, 
and to be capable of being heard above 
other engine sounds. 


To Facilitate the Work of Drivers 
(10) Layout of the component parts of the 
locomotive to be arranged, as far as practic- 
able, in such a manner as to reduce noise 
in driver’s cab to a minimum and insulation 
to be incorporated to assist, due to the 
necessity of the driver being able to hear 
the shunter’s whistle, or horns, in foggy 
weather. j 

(11) Hotplate or other 
warming food to be provided. 

(12) Controls to be duplicated on either 
side of the cab, allowing for a time-lag for 
the driver to pass from one side to the other 
before the engine cuts out. 

(13) Good visibility for the driver fore 


facilities for 
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and aft even with closed windows, and 
facilities to enable the driver to put his 
head out of side windows when necessary. 

(14) Radiator or other suitable provision 
in the cab for warmth during the winter 
and on cold nights. 


Other Considerations.—(15) Overall di- 
mensions, axle load, and so on, of the 
locomotive to be such as to permit of move- 
ment over any section of line, thus aiding 
interchange when necessary. 

(16) Best possible arrangements to be 
made to avoid delay in starting up after 
standing in cold weather, particularly on 
such occasions as week-ends. 

(17) Speedometer to be provided to assist 
in determining the appropriate constant 
speeds when employed on hump shunting. 

These points were covered as necessary, 
together with other technical essentials, in 
the standard specification subsequently 
drawn up. 

Numerous other improvements have been 
recommended as the result of experience 
by the Superintendent of Motive Power, and 
these have been incorporated into the latest 
design. The maximum speed of the loco- 
motive was fixed by the Chief Mechanical 
Engineer, after consultation with the Chief 
Operating Manager, who decided that 
20 m.p.h. was the highest speed necessary. 
This was to cater for the locomotives 
running light to and from the locomotive 
shed, and between one yard, or part of a 
yard, and another. 

The latest models carry sufficient fuel 
oil for a fortnight’s continuous shunting 
work, and actually are remaining out in 
traffic for 24 hours a day for a fortnight 
without relief, where shunting is carried 
on throughout the weekend. Each fort- 
night the locomotives are returned to the 
shed for a brief period for fuelling, and 
no examinations of any importance are 
required in under a month 


Principles of Allocation 


For entirely new units of this description 
the purchase or construction price is 
naturally high compared with that for a 
steam locomotive of similar power. Obvi- 
ously, therefore, the most economical 
arrangement was to employ the diesel- 
electric units on work where they are in 
actual shunting service for the longest 
continuous periods, which are 24 hours a 
day, in peacetime six days a week normally, 
but sometimes during the winter, and under 
war conditions seven days a week. Further, 
as entirely new diesel-electric maintenance 
arrangements had to be established, super- 
imposed upon existing steam-locomotive 
running sheds, it was considered desirable 
to select places where a group of diesel 
locomotives could be allocated conveniently 
to one shed, for economical maintenance 
purposes. 

As a first step, the whole of the workings 
of the steam locomotives engaged on shunt- 
ing were analysed to show those employed 
for 16 to 24 hours a day. A 24-hour-day 
shunting-locomotive working necessitates 
the employment of three sets of enginemen 
(occasionally four if the men have to sign on 
and off duty at a locomotive shed some 
distance from the traffic or goods yard 
where the shunting takes place). __Loco- 
motives scheduled to shunt for round about 
16 hours a day require two or three sets of 
enginemen according to circumstances. A 
set of enginemen means, in the case of a 
steam locomotive, a driver and a fireman. 
The information was then further analysed 
to reveal those large traffic yards where the 
greatest number of shunting locomotives 
was employed, and where the locomotives 
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were based on one local motive-power 
depot. It should be understood, of course, 
that the term “large traffic yard ”’ often 
comprises a series of small yards which may 
be spread over an area of up to, say, two 
miles in length. These and other places 
where an appreciable number of shunting 
locomotives are employed were then 
examined to find those instances where the 
locomotives worked within the confines of 
the yard for the whole of their time without 
having to traverse signalled running lines. 

This process revealed that there were on 
the L.M.S.R. over 100 instances of 24-hour 
shunting jobs where the work was within 
self-contained yards, and another 80 jobs of 
less than 24 hours a day, but which involved 
two sets of enginemen or more. In addition 
to this, some further 180 instances of work- 
ings of 16 or more hours a day were deferred 
for future consideration, as they included 
odd units at isolated places, cases where 
local trips involved running over main lines, 
and other circumstances. By re-adjust- 
ments of local engine workings some of these 
could probably be made into self-contained 
shunting jobs. These did not exhaust by 
any means all the shunting work on the 
L.M.S.R. At this stage in the development 
of the diesel-electric shunter, jobs of about 
8 hours a day, or involving only one set of 
enginemen daily, were not considered, as it 
was obvious that priority should be given 
to those where the return on the not incon- 
siderable outlay was most likely to be 
justified. 

In addition to groups of locomotives 
being centred at one place or in “ localities,” 
there are many instances of “ district” 
concentrations, where a number of loco- 
motives could be based on one shed, but 
where there are several traffic yards within 
an extended radius of, say, 10 to 20 miles 
This would necessitate the locomotive 
running light from and to the shed for longer 
distances than hitherto recognised as 
desirable ; but, with the greater degree of 
reliability being obtained and with the 
larger fuel-carrying capacity, the distribu- 
tion to more remote yards might be justified, 
although the economics of each case first 
would have carefully to be examined. 

Below are typical examples of the alloca- 
tion decided upon for diesel-electric loco- 
motives ; the areas where shunting is per- 
formed are within one or two miles of the 
motive-power depot : 





Booked Spares Total number 
Place shunting (tentative of diesel- 
jobs allocation) electric engines 
aren 12 2 14 
ae 10 2 12 
oe 8 2 10 
wa Ga 5 ! 6 


, 


The allocatign of ‘‘ spares ’’ shown should 
be regarded as tentative, to be adjusted if 
necessary in the light of longer experience 
and not to be taken as a definite basis for all 
places. When the spares actually are 
available, suitable work is found for them 
if possible, and in no circumstances are they 
allowed to stand idle. 

Due to the requisitioning by the Govern- 
ment of a number of the locomotives, the 
intended allocations have had to be re- 
arranged, and, suitable adjustments to be 
made to subsequent locomotive-building 
programmes. 

The upsetting of the contemplated pro- 
gramme due to war considerations therefore 
has limited the scope of extended practical 
experience to three main centres, these, 
however, are representative of all types of 
freight shunting which will be referred to 
later on in greater detail. 


(To be continued) 
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(See article on pages 518-520) 
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Strategic Highway 


Construction in Frazil 


(See page 528) 


fbove: Some of the small 
portable homes which accompany 
the construction gangs. They 
cost $35 each, can be erected in 
30 min., and are transported by 
motor lorry. They bear the 
initials D.N.E.R.. the symbol 
of the Departmento Nacional de 
Estradas de Rodagem (Brazilian 
Vational Highways Department) 


Right: Highway machinery 
levelling a_ section of the new 
strategic road. Most of the 
machinery was built in the 
U.S.A., but the Brazilian 
Government has provided large 
maintenance shops which are 
capable not only of undertaking 
repairs but also of making 
new parts 


Gene 


Tipping spoil from a cutting to provide the fill for a valley Completed section of the highway, between Nae 


section of the highway Rio de Janeiro and Petropolis appoi 





tween 
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RAILWAY NEWS SECTION 


PERSONAL 


N.E.R. SECRETARY’S DEPARTMENT 

\ P. J. Dowsett, Secretary to the 
London & North Eastern Railway Com- 
pany, is retiring on December 31 next. 

Mr. W. H. Johnson, Assistant Secretary, 
has been appointed Secretary from January 
1 next 

Mr. E. A. W. Dickson, an Assistant to the 
Chief General Manager, is to be Assistant 
Secretary 


Mr. P. J. Dowsett is retiring on Decem- 


ber 31 next from the position of Secretary 


Mr. P. J. Dowsett 


Secretary, London & North Eastern Railway Company, 
who is to retire on December 31 


to the London & North Eastern Railway, 
Company. Mr. Dowsett joined the railway 
service in the Secretary’s Office of the former 
Great Northern Railway Company. After 
holding positions in the various sections 
of that office, he became Assistant to the 
Secretary on October 1, 1911, and Assistant 
Secretary to the Great Northern Railway 
Company in June, 1921. On the amalgama- 
tion of railways in 1923, Mr. Dowsett was 
appointed Assistant Secretary to the Lon- 
don & North Eastern Railway Company, 
and in 1938 he became Secretary. 

Mr. iW. G,.. Hynard, Mr. _R.. .H. 
Tolerton, and Mr. F. A. Griffiths have 
been appointed Assistant Directors- 
General, Ministry of War Transport. 

Mr. H. W. Green, Electrical Engineer, 
North-Eastern Area, L.N.E.R., has been 
appointed Chairman of the North-Eastern 


Centre of the Institution of Electrical 
Engineers. 
GOVERNMENT CHANGES 

The King has been pleased to approve 
the following appointments : 

Lord Cranborne, Secretary of State for 
the Colonies, to be Lord Privy Seal 

Colonel the Hon. Oliver Stanley to be 
Secretary of State for the Colonies 

Sir Stafford Cripps, Lord Privy Seal, and 
Leader of the House of Commons, to be 
Minister of Aircraft Production, relin- 


quishing his place in the War Cabinet, but 
becoming a member of the Defence Com- 
mittee of the War Cabinet. 

Colonel J. J. Lilewellin, Minister of Air- 
craft Production, to be Minister Resident 
in Washington for Supply 

Mr. Herbert Morrison, Secretary of State 
for the Home Department & Minister of 
Home Security, becomes a member of the 
War Cabinet. 

Mr. Herbert Morrison was Minister of 
Transport from 1929-31, and Colonel the 
Hon. Oliver Stanley also held that position, 
from 1933-34. 


Mr. G. A. R. Mead, Assistant Managing 
Director of the Skefko Ball Bearing Co. 
Ltd., has been appointed a Managing 
Director of the Compauy. 


Mr. W. H. Johnson, Assistant Secretary, 
London & North Eastern Railway Company, 
is to succeed Mr. P. J. Dowsett as Secretary 
as from January 1 next. Mr. Johnson 
entered the service of the former Great 
Central Railway in November, 1901, in the 
office of the Secretary of that company 
at London Road Station, Manchester. In 
June, 1906, he was transferred to London 
with certain other headquarters staff, and 
subsequently passed through various sec- 
tions of the Secretary's Department, 
obtaining a wide experience of secretarial 
practice and procedure. For many years 
he was Personal Clerk to the late Lord 


Mr. W. H. Johnson 


Secretarv-Elect, London & North Eastern Railway Company, 
who will take office on January 1 


Faringdon when the latter was Chairman 
& Secretary of the Great Central Railway 
Company. In August, 1920, Mr. Johnson 
was appointed Board & Committee Clerk 
which position he continued to hold on the 
formation of the London & North Eastern 
Railway Company in 1923. He became 
Chief Board & Committee Clerk of the 
latter company in March, 1929, and was 
appointed Assistant Secretary in February, 
1938. Mr. Johnson is Assistant Secretary 
of the Forth Bridge Railway Company ; 
the Manchester, South Junction & Alt- 
rincham Railway Company; the Oldham, 
Ashton-under-Lyne & Guide Bridge Junc- 
tion Railway Company; and of various 
joint L.N.E.R. and L.M.S.R. directors’ 
committees. 

Mr. J. H. Harley-Mason, New Works 
Engineer, London Passenger Transport 
Board, who, as recorded in our November 20 













issue, 1s retiring on December 31, received 
his early training at the Crystal Palace 
School of Practical Engineering under Mr 
Maurice Wilson, after which he served for 
twelve years with a firm of consulting 
engineers, first as an assistant and later as 
a junior partner, before joining the staff of 
Perry & Company, public works contractors, 
as Contractors’ Engineer. In this capacity, 
amongst many other works, he was respon 
sible for the construction of the ferro- 
concrete jetty at Tilbury, 1,800 ft. long, 
double-decked for trains, cranes, and ware- 





Photo Lafavette 
Vr. J. H. Harley-Mason 
New Works Enginecr, L.P.T.B., 
1938-42 
houses, ten miles of line for the Great 
Western Railway, and the subways at 


Elephant & Castle, and at Blackfriars. On 
the death of Mr. Charles Rowell, he su 
ceeded the latter as Chief Engineer of the 


firm. In 1922, Mr. A. R. Cooper appointed 
him New Works Assistant on the staff of 
the then Underground Electric Railways 
Co. (of London) Ltd and, on January 1, 


1938, he became New Works Engineer, 
london Passenger Transport Board. During 
his tenure of these offices he has prepared 


most of the schemes for extensions and 
alterations which have been put forward 
during the last 20 years, and has been 


responsible, under the Chief Engineer (Civil), 
for which were carried out 
by the staff of the Underground, and, later 
of the L.P.T.B These include the western 
extension of the Piccadilly line; new sta 
tions at Hammersmith, Aldgate East, and 
Kings and the civil engineering 
work on the Metropolitan lines improve- 
ments and the uncompleted quadrupling of 
track at Rickmansworth. The depots at 
Morden, Northfields, and Grange Hull, and 
the uncompleted depot at Aldenham and 
the extension of the Northern line from 
Edgware to that point were also his respon 
sibility. Mr. Harley-Mason is a Member 
of the Institution of Civil Engineers and a 
Fellow of the Royal Geographical Society. 


those works 


Cross : 


Mr. David Blee, District Goods Manager, 
Birmingham, G.W.R., who, as recorded in 
our November 6 issue, has been appointed 
Assistant to Chief Manager, Pad 
dington, joined the Great Western Railwav 
in 1916, in the Goods Rates Department at 
Paddington. He served overseas with The 
Queen’s Westminster Rifles during the war 
of 1914-19, returning to the Chief Goods 


Goods 
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Manager’s Office in 1919, and acting succes- 
sively as Secretary to the late Mr. F. B 
Mortimore, the late Mr. E. Ford, and Mr 
\lexander Maynard, respective Chief Goods 
Managers. During this period of service he 
gained wide experience in all sections of 
headquarters’ organisation, and _ studied 
also railway law, economics, accountancy, 
etc., at the London School of Economics 
and elsewhere. Mr. Blee remained in the 
Chief Goods Manager’s Office until 1932, 
when he was transferred to Slough as Goods 
\gent \fter a period as Chief Clerk, 





Vr. David Blee 


\ppointed Assistant to Chief Goods Manager, 
Paddington, G.W.R. 


:xeter District, he was appointed Assistant 
District Goods Manager, London, and from 
1936 to 1939 was District Goods Manager, 
Shrewsbury. In lebruary, 1940, he became 
District Gocds Manager, Liverpool, and in 
\pril, 1941, was appointed General Assis- 
tant to the Chief Goods Manager, Padding- 
ton He transferred to Birmingham 
last year 


Was 


We regret to record the death on Novem- 


ber 14, at the age of 77, of Mr. W. i. Coe, 
who was Storekeeper, Great Western of 
Brazil Railway, from 1902-17, with the 


exception of one year, from 1912-13, when 
he was with the Brazil Railway and who 
was later Stores Manager in London of the 
Nitrate Railways 


Mr. W M. je“ers, President of the 
Union Pacific Railroad, has been appointed 


by the Chairman of the United States War 
production Board to be in charge of the 
board's rubber programme 

We regret to record the death, at the 


age of 95, of Mr. T. F. Onley, who formerly 
was Chief Assistant Accountant, Central 
Division, London & North Western Rail- 
way, with which company he had served 
for over 40 vears before his retirement in 
1907 


INDIAN RAILWAY STAFF CPANGES 


Mr. P. S. Clarke has been appointed 
to officiate as Traffic Superintendent, 
B.B. & C.1.R., as from June 8. 

Mr. S$. G. Pick, M.C., has been appointe‘l to 
ifficiate as Deputy Generai Trathe Manager, 
B.B. & C.I.R., as from June 8. 


November 27. 1°12 


lt is with yreat regret that we ord 
the death on November 19, after rief 
illness, of Mr. Charles S. Lake, for iny 
vears on the editorial statf of TH AIL- 
WAY Gazerte and The Railway E) er, 
and latterly an Associate Editor Tur 
Ramway Gazette and The R ay 
Vagazine. Charles Sidney Lake was born 
on January 26, 1872. Hs father was the 
late Mr. Henry H. Lake, one of thi rin- 
cipal partners in the firm of Haseltins 
Lake & Company, chartered patent avents 
nd consulting engineers. Mr. Henry 





The late Mr. Charles S. Lake 


Editorial Staff of 


A member of th 


Pure Rattway Gazetre, 1917-42 
Lake had charge of the patenting 
nearly all of the numerous inventions 
F. W. Webb, covering locomotive 


pounding and many other matters. Mr 


Charles S. Lake made his first acquaint- 
ance with Webb when quite a young 
man, and it might have been expecte 

that he would have been a_ pupil at 
Crewe. However, after a sojourn of thi 

vears in Berlin in connection with his 
technical education, Mr. Lake found that 
the waiting list at Crewe was such that 


there was little opportunity of an imme 
diate opening for him. Accordingly he 
served his time at Melton Constable undet 


the late William Marriott in the shops 

the old Eastern & Midlands Railway 
afterwards a constituent of the Midland 
& Great Northern Joint Committee. Mr 
Lake obtained in the smaller works a 
varied experience, although he always 
regretted that he was not a “ Crewe 
man During the next few years 
he gained wide and varied experience in 
many branches of mechanical engineer- 
ing, and was for a time a_ sea-going 
marine engineer in the Clan Line. Partly 
on the suggestion of Webb, he began 
writing about locomotive matters and 


submitted an article which was published 
in The Railway Magazine of April, 1901. 


This was not only his first success 1 
selling an article, but it also marked a 
turning point in his career, as it was the 


: : Pvc 
beginning of a long period of more than 
hich 


forty years as a technical journalist, whic! 


really. constituted his life’s main work. 
His father died on April 22, 1907, but 
Mr. Charles S. Lake did not take part 
in the activities of Haseltine, Lake & 


3y this time he had already 


Company. 
established as a_ technical 


become well 
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November 








writer, and his regular signed contribu- 
tions to THE Ratbway GazeETTE began as 
long as October 20, 1905, when we 
published the first of his series of articles 


igo 


entitled ‘‘ The Design and Proportions of 
Modern British Locomotive Boilers.’’ He 
was the author of standard works en- 
title “The World’s Locomotives,’’ 
9 Motor Cyclist’s Handbook,’’ and 
‘How to Drive a Motor Cycle.’’ Some 
f his early work in connection with 
nal-combustion engines appeared 
the pseudonym of Phenix. For a 





also acted 


he as motoring corre- 
spondent to The Daily Telegraph. ‘To 
jis regular contributions to THE Rart- 
way GAZETTE, he added similar contribu 


tions to Shipbuilding 
The Indian « Eastern 


Shipping Record, 
Engineer, and 


The Model Engineer. In the last-named 
his ‘‘ Locomotive Notes,’’ and more 
recently ‘‘ Locomotive Practice,’’ formed 
much-appreciated regular features. In 
1913 he became a part-time technical 
member of the staff of THe RatLtway 
;AZETTE, and shortly afterwards also of 
the staff of The Motor Cycle Trader, the 


itter one of the papers in the Iliffe group. 
m January 1, 1917, he joined the full 


me staff of Put RAILWAY GAZETTE 
vith the title of Assistant Editor (Tech 
nical), and spent the remainder of his 
reer in the service of this paper and its 


though continuing contribu 
elsewhere. In 1918 he became a 
Editor of T he Power User 
Power Works Engineer) 
vhen that paper came under the same 
wnership THE RatLway GAZETTE. 
When control of he Railway Engineer 
to THE RAmLWAY GAZETTE in 1919, 
Mr. Lake became Technical Editor of that 


ussociates, 

tions 

onsulting 
The 


now 


as 





ournal as well as of THE RAILWAy 
SAZETTE. Early in 1942 various changes 
n the editorial staff of THE RaIlLway 
;AZETTE were necessitated by war condi- 


ind Mr. Lake was given the posi- 

of an Associate Editor, despite the 
that he had already passed his seven- 
th birthday. To the end he retained 
irkable physical vigour and mental 
lertness. Mr. Lake was elected an Asso- 
iate Member of the _ Institution of 
Mechanical Engineers in 1919, and _ be- 
a full Member in 1938, when he was 
proposed, seconded, and ‘‘supported’’ by 
five railway Chief Mechanical Engineers, 
ncluding one from overseas. He was also 
Member of the Institution of Locomotive 
to which he was elected in 


Engineers, 





1914, and a Fellow of the Royal Society 

Arts. In private life he was keenly 
nterested in church organ music. Of 
Mr. Lake’s four sons, the Rev. G. C 
Lal is Vicar of Avonmouth, Bristol, 

the Rev. E. C. Lake is Vicar of 
Elberton, near Olveston, Bristol. The 


ast Saturday, November 21, at Bow 
Brickhill Church, near Bletchley. 
APPRECIATIONS 
The Editor of THe RAILWAY GAZETTE 
las received a number of letters, of 
vhich the following is a selection :— 
I have known Charles Lake for about 


% years and his passing will leave a big 


sap which will be difficult to fill. The 
keen interest he had in locomotive pro- 
gress and the extreme care he took in 
btaining the significant features made 
lis articles of outstanding interest all 


the world. It is literally true that 
ie devoted a lifetime to recording current 
tailway developments, particularly that 
f the locomotive. As far back as 1904, 


VET 
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considerable 


he was the author of a 
volume, ‘‘ The World’s Locomotives,’ 
which illustrated and described the latest 
designs of that day. Although describ- 


ing a certain type in that book as the 
largest which the British loading gauge 
would permit, he lived to see and to 
chrqnicle all the considerable develop- 


ment in power and efficiency which has 
taken place since then. In recent years 
it has become customary among railway 
mechanical engineers to share knowledge 
to the widest extent, and one of the most 
valuable channels for this purpose is the 
technical press. In this connection, after 
I became Chief Mechanical Engineer for 
the L.M.S.R., Mr. Lake used to call on 
me regularly and his zeal and _ interest 
were unfailing in the suggestions for 
articles which would be of general in- 
terest. In the course of our meetings 
and in the visits to the workshops, which 


he made from time to time, I must pay 
tribute to his unfailing discretion. For a 


variety of reasons it is often .undesirable 
for premature information to be released. 
Although he had opportunity to observe 
and infer all kinds of projects in their 
early stages, he never took advantage of 


the fact, although he must often have 
been sorely tempted to do so. The con- 


fidence I had in his integrity enabled our 
relationship to be of the most agreeable 


kind. Mr. Lake’s writings, whether over 
his Own name or anonymously, have 


helped railway men all over the world. 


W. A. STANIER, Chief Mechanical Engi- 
neer, L.M.S.R. 

It was a great shock to me when his 
Secretary rang up to say that Mr. Lake 


had passed away after only a few days’ 


illness. I need hardly say how much he 
will be missed by the members of this 
institution, as he had been a _ regular 
attendant at the meetings and a very 


genuine supporter of the institution and 


all that it stands for. Whilst not always 
agreeing with his views, I, nevertheless 


valued his opinions, which he was never 
afraid of expressing to each and all of us. 
The you have suffered through the 
departure of such a hard-working, 
genuine, and enthusiastic member of 
your staff must be serious, especially at 
these times, and I should like to express 
to you my whole-hearted sympathy.— 
(Mayor) H. A. Harrison, M.I.MeEcu.E., 
Secretary, The Institution of Locomotive 
Engineers. 


loss 


What a shock it was to hear about the 
death of Mr. Lake. I am so dreadfully 
sorry. I know that you will not only 
miss him friend, but I am sure that 
he had been a strong supporter of you 
in business and, by his very affable, if 
persistent, method of getting information 
he required, it can be said that he played 


as a 


no small part in the success of your 
publications. I was always glad to see 
him and one always felt that it was a 
real pleasure to give him information 
which you and he have published so 
faithfully and fairly throughout the 
years that I have known him, and this 


goes back quite a considerable time.— 
R. A. Rippies, Deputy Director-General 
for Royal Engineer Equipment, Ministry 


of Supply. 


I am much distressed to hear of the 
untimely death of Mr. Lake and I offer 
you my sincerest sympathy in the loss 
you have sustained. I retain pleasant 
recollections of many interesting conver- 
sations with him on railway subjects, in 
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which he was deeply interested, and I 
realise he was a valuable member of your 
staff—A. C. Carr, Wolfe Barry, Robert 
White & Partners. 


You will miss him, not only as a highly 
efficient, reliable, and distinguished tech- 
nical member of your staff, but also as a 


colleague who has helped to see you 
through the trials and tribulations of 


earlier days, and, there can be no doubt, 
his articles and criticisms of technical 
matters through the years have increased 
the prestige of your publications, and of 
THE RatLway GaAzeTTE in particular. 
The railway world will also feel a great 
As for myself, during the twenty 
years I have been in this office we have 
maintained a most intimate contact and 
exchanged information of value to each 
other, and the concerns we represented, 
and I shall miss him greatly. You will 
have difficulty in filling his place, and, 
whoever it is, it must be some time 


le SS. 


before he can establish himself with that 
wide circle of railway people in high and 
lowly positions, with whom Lake was 
persona grata.—W. CyRIL WILLIAMs, 
Sales Director, Beyer, Peacock & Co., 
Ltd. 

Mr. Lake will be remembered for his 
many kindly acts in our business asso- 
ciation, and the friendship that finally 
existed between us, which revealed the 
kind and honourable colleague he was. 
He will be greatly missed by his many 
friends.—J. C. MetTcaLFE and R. D. 
METCALFE, Davies & Metcalfe Limited, 
Injector Works, Romiley. . 


We learn with great regret of the death 
of Mr. Charles S. Lake, and hasten to 
tender our sincere condolences in the loss 
you have sustained. We have been asso- 
ciated with Mr. Lake for over thirty 
years and we along with his many other 
friends will miss his periodical visits.— 
F. S. WHALLEY, Managing Director, The 
Vulcan Foundry Limited, Newton-le- 
Willows, Lancs. 


Mr. P. S. Turner has been appointed 
Assistant Managing Director of Associated 
Electrical Industries Limited. 


We regret to record the death, at the 
age of 83, of Mr. Fredrick Hayne, head 
of the firm of G. Hayne & Sons, railway 
agents, of Exmouth. 


We regret to record the death on Novem- 
ber 19, at the age of 68, of Sir Stenson 
Cooke, Secretary of the Automobile Associ- 
ation since its inception in 1905. 


The Hon. F. C. Sturrock, Minister of 
Railways & Harbours, has been appointed 
a member of the newly-formed National 
Supplies Council in the Union of South 
Africa. 


Mr. C. M. Jenkin Jones, Divisional 
General Manager, North-Eastern Area, 
L.N.E.R., has been elected an Additional 
Dues Payers’ Representative on the Tyne 
Improvement Commigsion. 


The late Mr. R. Bes Durran, 
A.M.I1.E.E., who was a Director of the 
Lima Light & Power Company, and of 
the Skefko Ball Bearing Co. Ltd., and a 
life member of the American Institute of 
Electrical Engineers, left £91,522. 
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No New Private Cars 
The manufacture of private cars in Great 
Britain has ceased, except for the comple- 
tion of those under construction, for which 
licences to acquire have already been issued. 
The Ministry of War Transport, therefore, 


cannot accept any further applications for 
licences to acquire new private cars for 


civilian purposes 


Civilian Air Raid Casualties in 
October 

The Ministry of Home Security has 
announced the following figures of civilian 
casualties due to air raids in the United 
Kingdom during the month of October: 
Killed (or missing, believed killed) , . 229 
Injured and detained in hospital ees 370 


The casualties are classified as follow : 


Men Women Underl6 
Killed (or missing, believed 
killed) ‘ 80 94 55 
Injured and detained in hos- P 
pital ; 155 169 46° 


More Queue-Shelters for London 
During the next few weeks, about 250 
queue shelters will be erected in industrial 





areas on the outskirts of London. With 
150 shelters already installed in Central 
London, and 350 on country routes, there 


will thus bé 750 in the London Transport 
Area, and the discomforts of waiting for 
vehicles this winter will be considerably 
reduced thereby 

Roadside shelters first appeared in the 
country districts around London in 1934 
These were all metal, and provided seating 
accommodation; they were installed at 
various points on routes where services were 
infrequent. Some early shelters were illus 
trated in our issue of October 25, 1935 (page 
681). With the coming of air-raids, shelters 
of different type were provided, namely, the 
portable queue-type shelter suited to the 
day-to-day needs of traffic Queue shelters 


are made in short sections which can be 

assembled easily to form a shelter of any 

desired length They were illustrated in 

our issue of December 19 & 26, 1941 (page 

674 

L.M.S.R. Train Service Alterations 
From December 1 the 8.15 a.m. from 


Euston to Holyhead ceases to be the Irish 
Mail; leaving Crewe at 11.50 a.m., it 
calls at Chester, Prestatyn, Rhyl, Abergele, 
and all stations from Old Colwyn to Holy- 
head inclusive, reaching Llandudno at 
2.20 and Holyhead at 3.50 p.m. A portion 
is conveyed for Manchester on this train 
daily, including Saturdays. In accordance 
with the usual winter wartime arrangement, 


the 845 p.m. from Euston (8.40 p.m. 
Sundays) becomes the Irish Mail, leaving 
Crewe at 12.23 a.m. and reaching Chester 


at 12.57 a.m. ; after 28 min. wait, departure 
is at 1.25 a.m., and Holyhead is reached 
at 3.40 a.m. Certain alterations are made 
in the Furness coastal service between 
Carnforth, Barrow, Whitehaven, Working- 
ton, and Carlisle By existing services, in 
most with extension of through 
vehicles north of Barrow, through coaches 
between London and Workington are now 
provided on the 6.45 a.m. from Euston, 
and the 6.30 a.m., 10.55 a.m., and 6.27 p.m. 
from Workington ; but the average journey 
by this route is one of,10 hr., or more, and 
whereas the 10.55 a.m. from Workington 
is due in Euston at 8.50 p.m., it is possible 
to leave at 10.47 a.m. via Carlisle and arrive 
at 6.50 p.m. The Barrow coaches on the 
5.45 p.m. from Liverpool run through as 
an additional late train from Millom to 
Whitehaven, reaching Corkickle Station 
at 11.8 p.m.; an additional train from 


cases 
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Corkickle at 10.15 a.m. forms the previous 
11.30 a.m. from Millom to Barrow. Another 
additional train is run from Carlisle at 
7.10 p.m. to Maryport, Whitehaven, and 
Workington, chiefly to improve the coastal 
connections with expresses reaching Car- 
lisle from the Midlands and the North 
between 6.30 and 7 p.m. Rigg station, 
between Gretna and Annan on the Glasgow 
& South Western main line, is closed to 
passenger traffic. 


Manchester Local Transport 

At a meeting on November 10 the Man- 
chester Transport Committee approved a 
recommendation of transport managers of 
neighbouring undertakings operating joint 
services with Manchester that the last buses 
from Manchester and Salford to adjoining 
areas should leave at 9.30 p.m. It was 
stated that so far as services within the 
area of Manchester itself were concerned, 
the question of an early ‘‘ curfew ’’ had not 
yet been contemplated In accordance 
with the instructions of the Ministry of 
War Transport, there is to be a drastic 
cutting of stopping-places within the city ; 
on some routes’ the cut will amount to as 
much as 50 per cent. The intention of the 
Ministry is that the stopping-places should 
be not less than 440 yd. apart. This sugges- 
tion will have to be interpreted with 
discretion because of the difficulty of 
arranging suitable stages. 


Post-War Relief Transport 
\ Technical Advisory Committee on 
Inland Transport has recently been estab 
lished under the chairmanship of Professor 
E. R. Hondelink, as a unit of the Allied 
Post-War Requirements Bureau, which is 


supported by the Allied Nations. The 
countries represented on the committee, 
which is composed of transport experts 


intimately concerned with post-war condi- 
tions throughout the European Continent, 
are Belgium, Czechoslovakia, Fighting 


France, Great Britain, Greece, Holland, 
Jugoslavia, Norway, Poland, and _ the 
U.S.A. A representative of New Zealand 
also attends. The committee envisages 


three ‘‘ post-war ’’ periods, namely, (a) the 
period of war operations, when regions will 
be under military control ; (b) the period of 
relief and restoration of transport; and 

the period of permanent reconstruction 
It is the task of the committee to plan for 
the second period—the one of transition 
between war operations and the establish- 
ment of settled conditions—when one of the 
great problems of taking relief materials 
to the impoverished peoples of Europe will 
be the distribution of supplies from ports 
of entry, by rail, canal, road, and air, and 
to some extent by coastal shipping. 


Government Road Haulage Scheme 

Although it is not yet possible to give in 
detail the rules for computing the charges 
that will be allowed to controlled under- 
takings as working expenses in the control 
account, we are informed that no increases 
(other than normal increases under existing 
conditions of service) in the salaries, 
expenses, Or other emoluments of mana- 
gerial, executive, technical, etc., staff over 
those in force at September 1, 1942, will be 
allowed without the written consent of the 
Minister of War Transport. As from the 
same date, no changes in the method of 
computing remuneration of, and expenses 
allowed to, such persons will be recognised. 
The remuneration of directors, partners, 
and working proprietors will be considered 
separately, and the Minister will require 
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to be satisfied that the charges made under 
this heading in the control account are fair 
and reasonable, having regard to all the 
circumstances. All new appointments to, 
and replacements of, existing staff will be 
subject to the Minister’s approval 

The Ministry of War Transport has 
under consideration a proposal to provid 
a distinguishing mark for controlled vehj- 
cles, possibly in the form of a simple badge 
to be painted on the front and rear of every 
vehicle. This would take the place of the 
chartered vehicle label, which would not be 
appropriate for vehicles hired under the 
new scheme. 


Reduced Fuel Rations in Canada 

With the beginning of a new fuel ration- 
ing period in October, petrol rationing has 
been made uniform throughout Canada 
This has been effected by the reduction of 


the coupon value from 4 to 3 gal. in all 
provinces except the Maritimes, where the 
3-gal. unit was already effective. The new 
ration allows non-essential motorists from 
38 to 60 gal. of petrol from October to 
\pril 1 next. The Canadian Oil Controller 
has issued a warning that it may bx *CeS- 
sary next time to confine fuel rations t 


essential services. 


Canadian Taxicab Restrictions 

An Order made by Mr. Gray, the Transit 
Controller, and Mr. Cottrelle, the Oil Con- 
troller, has limited Canadian taxicabs to 
2,000 miles of travel a month. This restric 
tion will allow taxicabs about 4 gal. a day 
and is expected to halve taxi travel 
are being made to pool existing taxi facilities 
and to operate a taxi zoning plan in larger 
centres 

As recorded in our July 10 issue (p. 42 
under an Order of the Canadian Transit 
Controller dated April 16 last, passenger 
motorcars may not be used as taxicabs or 
drive-yourself cars, unless they 
operated in 1941. 


Plans 


were so 


C.N.R. Civilian Protection 

Employees of the Canadian National 
Railways stationed at the head offices of 
the system, 360, McGill Street, Montreal 
have been organised under the auspices of 
the Civilian Protection Committee to guard 
the property and render aid to their fellow 
workers in the event of damage or fire 
caused by enemy action. One group of 60 
employees at headquarters forms a special 
unit for emergency purposes. Head office 
employees number approximately 400 and 
each individual will go to a specified station 
on the sounding of an alert. 

The system at headquarters is_ being 
carried out in all company office establish- 
ments in Montreal, such as the Canadian 
Express Building, McGill Street, and the 
Viaduct offices, Bonaventure Station. Alto- 
gether, 2,969 employees are being provided 
for under these special arrangements. 

The head office squad of 60 is provided 
with 10 hand-pumps, 21 soda-acid extin- 
guishers, and first-aid equipment. The 
Chief Warden is supported by senior 
wardens, evacuating officers, roof watchers 
runners, fire precaution teams, and first-aid 
stations. All volunteers have been regis- 
tered with the Civilian Protection Com- 
mittee and carry identification cards. 


Emergency Repair Trains in Victoria 

Eight trains loaded with repair equlp- 
ment have been stationed at points on the 
Victorian Government Railways in readi- 
ness to proceed to any section damaged by 
air attack. Each consists of one wagon 
of points, crossings, and sleepers ; two con- 
taining ashes; one carrying pile-driving 
equipment, scaffolding, and bearers; two 
loaded with piles, bridging material, tools 
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nd other equipment, and a water-tank 
vagon for firefighting purposes. Plans are 
mpleted for the immediate mobilisation 
the necessary staff, including first-aid 
rsonnel, and for the provision of motive 
wel The scheme is said to owe much 
the experience of air-raid damage repair 
gained by the railways of England. 


Railway Restrictions in Australia 

It seems that the restrictions on inter- 
tate passenger travel by rail (and on inter- 
tate travel to and from border stations) 
hich came into operation in Australia on 
july 1, has already reduced considerably 
ivate railway travel by women. Wives 
e prohibited from following their husbands 
aved in war work in different parts of 
\ustralia ; and women are no longer per- 
| to travel to other States in order to 
lcome returning members of the Armed 
rces The latter, in particular, had 
wused an extremely high proportion of 
okings by women, resulting in 
ngestion on passenger trains. Details of 
e Australian travel restrictions were given 
ur issues of July 3 (p. 18), and October 16 





serious 


Interstate Travel in Australia 
the introduction of travel priorities 
interstate passengers in Australia on 
1 last, the train service betwen Sydney 
{ Albury has been reduced, and there 
w only two trains daily in each direc- 
No. 3 and No. 2 are still known as 
Limited Express and run 
conveying interstate sleeping 
timed for a load in 
nine sleeping cars and 
n, with an additional sleeping car for 
berra and Melbourne passengers between 
iborn and Albury, making a total load 
{531 tons. Train No. 1 leaves Sydney at 
and train No. 4 Albury at 
m., each conveying sitting passengers 
from Victoria only ; the usual stops 
ide only if required for interstate 
ngers The full permitted load is 
composed of four first-class 
es, six second-class carriages, and 
\s passengers for New South Wales 
itions have lost the Express service, the 
s. 7 and 8 Albury mail trains now run 
x days a week, and are given additional 

me to handle the extra traffic. 


Since 


Melbourne 
previously, 





yassengers, but 
direction of 


‘p.m 


leaves 


South African Road-Transport Cur- 
tailments 
Che Central Road Transportation Board, 
\frica, has issued a statement of 
licy ‘‘ to enable those interested in motor 
transport to consider their position in the 
ght of necessary future action which will 
taken by the transportation boards at 
the urgent request of the Transportation 


Sout} 
Itn 


ordinating Committee.”’ The _ state- 
says that no new certificates or 
nptions will be granted unless _ it 


ppears that the services applied for are 
ssential to the economic life of the com- 
nity on a war basis No temporary 
ertificates or exemptions will be granted 
tr the conveyance of sports teams, excur- 
n parties, or participants in any gather- 
ag, the main object of which is pleasure 
recreation, or which is not essential to 


war effort When certificates or 
xemptions come up for renewal at the 
nd of the year, drastic curtailment will 
made to effect the maximum conser- 


ition of petrol, oil, rubber, and vehicles 
tsistent with maintaining the economic 
fe of the community on a war basis. 
Meanwhile, operators whose certificates 
'exemptions at present include the right 
convey sports teams and similar parties 
fe requested to discontinue such con- 
tyance. Distributors of newspapers are 
quested to discontinue delivery by motor 
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The P.L.M. railway station in Oran, 


vehicle to any place to which other means 
of conveyance are available; manufac- 
turers of commodities are requested to dis- 
continue delivery by motor vehicle outside 
the magisterial district within which such 
commodities are manufactured if other 
means of conveyance are available; and 
merchants and manufacturers in general 
are asked to consider ways and means of 
conserving petrol and tyres by pooling 
arrangements, the organisation of zones, 
restriction of days of delivery or the num- 
ber of daily journeys, or any other means. 
[faxi owners are asked to confine their 
activities to the areas specifically granted 
them, and to travel outside such areas in 
cases of emergency only. 

If these requests are disregarded, the 
controllers of petrol and other commodities 
will be approached with a view to the 
reduction of supplies to such individuals, 
and action will be taken also under the 
wide emergency powers conferred on the 
transportation boards. Holders of certi- 
ficates for scheduled routes are instructed 
to review their ascertain what 
reductions can be effected, and submit 
their suggestions to the board concerned 
for consideration. 


services, 


Parcel Limitations in Germany 
From October 1 the maximum weight of 
postal parcels in Germany has been reduced 
to 15 kg. (33 lb.). The reason given is that 
there are large numbers of women postal 
workers who cannot handle heavier parcels. 


Berlin Bus and Tram Stops 
Reduced 
With a view to reducing power consump- 
tion, and wear and tear on equipment, the 
bus and tram stops in Berlin are being 
reduced by about 20 per cent. at the present 
time. 


German Youths as Conductors 

On October 11 the first contingent of 
sixteen-year-old boys of the Hitler Youth 
Movement appeared as tram-conductors in 
Berlin ; in all, 250 are to be employed. In 
the Ruhr-Niederrhein area girls of the 
B.D.M. movement are already a familiar 
sight acting as conductresses. 


German Export and Import Licences 

Export and import licences are no longer 
required for goods passing between Ger- 
many and occupied territories, except for 
printed matter, maps, plans, and similar 








527 





This important port in Morocco 
was occupied by the U.S.A. forces on November 10 


articles. The exchange of goods remains 

under the unrestricted control of the 

German economic warfare department, and 

permits for conveyance by railway or other 

transport means are still required as before. 
“Sm"* 

Until recently the German State Railway 
was the only railway organisation on the 
European continent indicating the owner- 
ship of its goods rolling stock by the use of 
the full name “‘ Deutsche Reichsbahn,’’ as 
distinct from the general practice of other 
European railways of using initials only. 
With a view to saving paint, labour, and 
time, the Reichsbahn has now adopted the 
initials, and new wagons show the 
initials ‘‘ D.R.’’ in lettering of about double 
the height of the old indication. 


use of 


Gas Producers Compulsory in 
Germany 

Under the terms of an Order issued by 
the German Controller for Armaments, 
which was published on September 29, the 
following categories of motor vehicles must 
be adapted to producer-gas operation : all 
diesel-engined lorries of two metric tons or 
more ; all petrol-engined lorries ; all buses 
operating on liquid fuel; and all tractors 
of 25 h.p. or over operating on liquid fuel. 
Vehicles already working on high-pressure 
or low-pressure gas are exempted from the 
Order to convert to producer-gas operation. 

Lorries of 14 metric tons or over, and 
motorbuses, may be converted to high- 
pressure gas operation if their ordinary 
garage is not further than 3 km. from a gas- 
filling station, and if the replenishment of 
gas supplies does not entail a detour of 
more than 3 km. 

Low-pressure gas operation may be 
adopted for motorbuses if their services are 
in proximity to a filling station. 


The Reichsbahn Abroad 

\ few weeks ago, State-Secretary Albert 
Ganzenmiiller, of the German Ministry of 
Transport, inspected the operations of the 
Reichsbahn on the Atlantic Coast and near 
the English Channel. In the Occupied 
Eastern Territories he has inspected parts 
of the Reichsbahn which are working in 
particularly difficult conditions, and also 
a divisional railway management (Eisen- 
bahndirektion) which has recently been 
established in the Caucasus area. The 
purpose of these inspections, some details 
of which were given in the Kdélnische 
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Sketch map of the extension of the Western Desert Railway to Tobruk 


The line was constructed from Similla Junction as far as Bir El Hamid at the time of the Allied withdrawal into Egypt, and 


was subsequently completed to Tobruk 
been in 
Zeitung of October 7, was said to be that of 


ensuring that the transport organisations in 
the Occupied Eastern and Western Terri 
tories were ready to meet any demands 
which might be made upon them. Ganzen 
miller, who was born in 1905 and joined 
the Nazi Party in 1931, has been on the 
staff of the German State Railways, Admin- 
istration since 1932 
Baltic Service Suspension 

The mail service carried on the Copen 
hagen-Malm6 ferry is reported to have been 
resumed during the middle of October, with 
two trips a day Passenger accommodation 


is limited As reported in our July 10 
issue, the ferry service was discontinued 
on July 12, but the severe inconveni 
ence to mail services was stressed by a 


postal conference which urged the resump- 
tion of the service. The railway steamer 
service between Kalundborg and the island 
of Samso been suspended. Private 
services between Copenhagen, Samso, and 
Odense continue to operate. 


has 


Sweden-England Air Line 

The Swedish air transport company, 
\.B. Aerotransport, has been maintaining 
a direct air line between Sweden and Great 
Britain since March of this year Plans 
have now been formulated for the estab- 
lishment of a permanent and regular air 
service between Gothenburg and London 
as soon as the war situation permits. The 
use of the first-mentioned air line by the 
British Post Office has enabled mails to be 
carried between Great Britain and Sweden 
March 14 of this vear the ordinary 
postal service between the two countries 
by surface routes is still suspended 


since 


Transport in Slovakia 

Herr Stano, the Slovakian Minister of 
[ransport, recently gave some details of 
the development of his department, in the 
course of an address at a political school 
attended by Members of Parliament, heads 
of provincial administrations, regional 
leaders, and party representatives, according 
to a report in the Bratislava newspaper 
Grenzbote He said that, despite the dis- 
missal of 6,900 Czech workers from the 
railway, postal, and public services, and the 
increased demands resulting from the war, 
there had been no cessation of development 
work, and that the achievements of his 
department had been recognised by Ger- 
many. Already 818 million crowns had 
been expended on the railways, and it was 
propased to spend another 932 million 
during the current financial year. New 


by the Germans. 


rolling stock built included 86 locomotives, 
10 railcars, 160 passenger carriages, and 
3,922 wagons, at a total cost of 
360 million crowns. With regard to road 


goods 


vehicles, 172 motor buses and 70 lorries 
had been built at a cost of 74 million 
crowns. The total route length of the 
Slovak State Railways is approximately 
1,583 miles; there are still 31 private 
railways, most of which are already 


Government-operated, and the grand total 
of railways is approximately 1,745 miles. 


Wagon Loading in Italy 

Che decision of the Italian State Railways 
to load wagons above their scheduled 
capacity, to which we made reference at 
page 402 of October 23 issue, has now been 
explained in greater detail. The standard 
carrying capacity for Italian covered wagons 
is 17 metric tons, and that of open wagons 
20 metric tons [The new rule is that 
Italian wagons may carry an overload of 
10 per cent., which amounts approximately 
to an of 2 metric tons. This 
increase is permitted only for service in 
Italy and Germany, and in Switzerland for 
transit traffic between Germany and Italy. 
No increase is permitted for wagons in 
service between Italy and other points, nor 
for wagons with a carrying capacity of less 


increase 


than 17 metric tons Other arrangements 
under the new loading instructions were 
given in our previous reference. 


Road Development in Italy 
\t the recent discussions in the Italian 
Senate concerning the 1942-1943 budget of 
the Ministry of Public Works, it was stated 
that the capital invested in the Italian 
provincial and communal road _ system 
amounts to 80 milliard lire at the present 


time. About a quarter of the total system, 
namely, 43,000 km. (26,700 miles), is 
owned by provinces; and the balance, 
120,000 km. (74,550 miles), by munici- 


palities. The opinion was also expressed 
that the Italian road system was in- 
sufficient in relation to the area of the 
country, as the general average was only 
0-6 km. of road per sq. km. The minimum 
is to be found in Calabria with an average 
of 0-15 to 0-2 km. per sq. km. The maxi- 
mum average of 2 km. per sq. km. is in 
Piedmont and Lombardy. There are 
several hundreds of provincial and com- 
munal roads of which the construction 
was begun before the war, but which had 
not been proceeded with, by reason of 
shortage of materials and labour. 


With our present advance into Cirenaica, the 
\llied hands once more since the re-occupation of Tobruk on November 13 


whole railway has 


Transport Restrictions in Cuba 
Various steps have been taken recently in 
Cuba to reduce the use of tyres al th 
consumption of petrol. All public services 
of carriers of passenger and freight, taxis 
and private motor lorries have been 
required to reduce their services by 20 pet 
cent. The Cuban National Transport Com 
mission is authorised to co-ordinate and 
consolidate duplicate services, and all public 
carriers are required to inform the Com 
mission of the number of motorbuses and 

which have been withdrawn 
because of prevailing conditi 
Maximum speed limits have been estab 
the amount of luggage that may bs 





lorries 


service 








lished > 
carried by passengers is limited; and 
motorbus companies may not operate 


special services without authorisation 

From August 1 petrol deliveries by 
tiibutors to garages and 
throughout Cuba are restricted to 50 per 
cent. of the quantities delivered during the 
corresponding month of 1941. Under an 
Order of June last, deliveries had been on 
the basis of 66% per cent. 


dis- 


service stations 


Brazilian Strategic Highway 
rhe isolated section of the Pan-American 
Highway from Montevideo to Rio de 
Janeiro formed the subject of some notes 
in our October 23 (page 403 
when we pointed out that this strategi 
work, begun in 1936, had recently become 


issue ot 





of enormously increased importance: \t 
present some 6,000 men are said to | 
engaged on the work, many of them 
housed in small portable homes costing 


$35 each, which can be erected in half an 
hour. It is now known that the full 
scheme involves extension northwards from 
Rio to Ceara (Fortaleza), bringing the 
total length from the Uruguayan frontier 
up to 6,620 km. (4,113 miles). The whole 
is expected to be completed within two 
years. The most difficult section is through 
the mountains of the State of Minas Geraes 
Much of the work is in the hands of the 
Brazilian Army Engineering Service (Ser- 
vico de Engenharia do Exercito), and the 
rest by the Brazilian National Highways 
Department (Departmento Nacional de 
Estradas de Rodagem). A series of pictures 
of the work in progress under the 
department is reproduced at page 9 
Most of the machinery in use was built 
in the U.S.A., but the Brazilian Govern- 
ment has provided large maintenance shops 
which are capable not only of undertaking 
repairs but also of making new parts. 
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Japanese Continental 
Railway Schemes 


e Japanese are said to be considering a 
Government-sponsored scheme for an all- 
railwav route between Tokyo and Singa- 
pore, a distance of 7,830 km. (4,860 miles) 
as against 5,590 km. (3,020 nautical miles 
by sea This route would use existing 
railwavs and ferries, as well as newly- 
planned links in China, Indo-China, and 
Siam, and through services by it would take 
seven days between Tokyo and Singapore, 
and 90 hours between Shanghai and 
Singapore 

The proposed route would use_ the 
Imperial Government Railways of Japan 
f Tokyo to Shimonoseki and the railway 
steamship service from Shimonoseki to 
Fusan; thence it would proceed over the 
Korean State Railways to Antung, and the 
South Manchuria Railway from Antung 
to Shanhaikwan via Mukden From the 
latter station the Chinese National Rail 
ways (now partly under Japanese control 
would be followed via Tientsin to Pukow ; 
thence the train ferry across the Yangtse 
River would be used to reach Nanking, 
whence rail communication would’ be 
n to Shanghai and Hangchow, all 
sections at the present time operated 


the South Manchuria Railway’s 
North and Central China administra 
ions From Hangchow to Chuchow the 
Chekiang- Kiangsi Railway, a Chinese 
Government line, would be used. Parts of 
this line are in ‘‘ no man’s land,” other 


sections are under precarious Japanese 
lilitary control, and again other sections 
ire still in Chinese hands; long stretches 
also have been dismantled by the Chinese 
From Chuchow to Hengchow the Canton- 
Hankow Railway, which is still in Chinese 
ids, would be used, and then the section 
f the Hunan-Kwangsi line to Liuchow 
From Liuchow (via Nanning) to the Indo- 
China frontier the route would follow the 
projected line, which at one time was 
nstructed in part, but later dismantled, 
the Chinese 


GAUGES INVOLVED 
So far the route would possess standard 
gauge with the exception of the part in 
Japan proper, which has the 3 ft. 6 in 


gauge Through Indo-China the existing 
metre-gauge line would reach Saigon via 
Hanoi Jetween Saigon and Bangkok 


existing and projected Indo-Chinese and 
Siamese sections would be used, and from 
Bangkok to Singapore the direct route, 
already in operation for through traffic, of 
the Royal State Railways of Siam and 
1e Federated Malay States Railways 
would complete the link 

This scheme must be considered in the 
category as other Japanese Far 
‘prosperity sphere ’’ schemes, 
such as a standard-gauge Tokyo-Nagasaki 
line, and a tunnel under the Tsushima 
Straits between Japan and Korea. These 
projects would entail great expense, whereas 
existing rail and sea routes offer adequate 
means of communication The Tokyo- 
Singapore railway obviously would serve 
mly as a passenger route, as it includes a 
six-hour steamship link as well as a break 
of gauge between Japan and Korea, a 
journey by train ferry of limited capacity 
across the Yangtse River from Pukow to 
‘anking, and another break of gauge at 
the Indo-China border. It would require 
the construction of 300 miles of line, and 
the reconstruction of at least another 300 





miles. Most of the construction work 
would involve territories not now under 
Japanese control. The passenger route 


would have to compete with an excellent 
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sea route, and the railway, moreover, which the Japanese sponsors cite as their 
would be at a disadvantage in that it would models. 

run for the most part through tropical Coupled with this scheme is another for a 
countries with an unpleasant climate so railway from Bangkok to Moulmein, on 
far as railway journeys are concerned. the Bay of Bengal, in South Burma. This 








S 




















xt+x 





Pees *xx +x 
ecececmcece 4/ 8)’ GAUGE IN OPERATION 
Secceges « PARTLY IN OPERATION 
PARTLY DISMANTLED 
esaeseeee ad PROPOSED 


en “ GAUGE IN OPERATION 
ee ” 
oo0°00000 o «» PROPOSED 
OTHER RAILWAYS 
-------- MAIN SHIPPING ROUTES 








500 MILES 


° 


500 KILOMETRES 


babab att 
Cc AH TI 


° 






000? 





PM. CHUNGKING o 
yp CHUCHOW4)0) it 
Pe HENGCHOW / 
Rea: / (FORMOSA 
~* 
Se: 
s e 3 
Fy x“KUNMIN O C EA N 
{i Foxe KONG 
 LASHIO AY *x att ; 
xx KS z i 
x ‘ ‘ 4 
NAN | SOUTH 
i 
i 
“| CHINA as 
= 
oH 
3 wl S 
i 


? 
ig 2. 
IN 











Map showing proposed all-railway route between Tokyo and Singapore 


The scheme cannot be put on the same line would be 350 km. (220 miles) long, 
level of importance as the trans-Canadian and, according to the Japanese news 
and the trans-Siberian railway routes, services, plans for it are being worked out. 








ARGENTINE NAVIGATION COMPANY.— capital, also in Argentine currency, is largely 
At an extraordinary meeting of the Com-_ held in Great Britain. Loan capital is in 
pania Argentina de Navigacion Mihanovich sterling debentures. The assets and lia- 
Lda., held at Buenos Aires on November 5, bilities are being purchased by Cima (Com- 
the resolution for premature dissolution was pania Industrial y Mercantil Americana), 
passed unanimously. The company was Sociedad Anonima Financiera, and the 
incorporated in Argentina in 1930, and Credito Mobiliario y Financiero Bracht 
acquired the undertaking and part of the Sociedad Anonima for 75,000,000 paper 
assets of Argentine Navigation Co. (Nicolas pesos, which will go entirely to debenture, 
Mihanovich) Ltd. It owns docks in preference, and ordinary shareholders. A 
Argentina as well as vessels operatinginthe sum of 20,000,000 pesos in cash will be 
Rivers Plate, Parana, and Uruguay and withdrawn from the old company’s funds 
also along adjacent coasts. The ordinary and applied towards payment of debentures. 
capital, which is in Argentine currency, is The company will then be reorganised with 
held mainly in Argentina, but the preference a capital of 60,000,000 paper pesos. 
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Questions in Parliament 


Bus Fares in Renfrewshire 

Major E. G. R. Lloyd (Renfrew East—-C.) 
on November 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether he was aware of the dissatisfaction 
in the Newton Mearns district of Renfrew- 
shire at the decision to substitute limited 
period tickets for vearly season tickets on 


the local bus service to Glasgow, which 
would result in a substantial net gain to 
the bus company in revenue per person 
per annum; and would he intervene to 


prevent this exploitation of local residents 
and warworkers who had no other means 
of travel and whose present facilities were 
unsatisfactory 


Mr. P. J. Noel-Baker, (Parliamentary 
Secretary, Ministry of War Transport) in a 
written reply, stated that he was making 
inquiries and would communicate with 


Major Lloyd as soon as possible. 


Bus Services in North Midlands 

Major A. M. Lyons (Leicester East—C.) 
on November 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether his attention had been called to the 
congestion of bus passenger traffic in muni- 
cipal areas, particularly in the North Mid- 
lands area; whether he was aware that in 
the same places town-to-town vehicles ran 
into town centres with ample accommoda- 
tion vacant, whilst passengers awaited 
transport on the same route ; and whether, 
in present circumstances, he would order 
that these vehicles were allowed to pick up 
passengers inside municipal areas and cancel 
the conditions to the contrary in their 
long-distance licences. 

Mr. P. J. Noel-Baker, in a written reply, 
stated: I am informed by the Regional 
Transport Commissioner that there is no 
serious congestion of bus traffic in municipal 
areas in the North Midland Region. Where 
a need for increased bus facilities in an 
urban area can be met by allowing inter 
urban services to some local traffic, the 
commissioner has arranged accordingly, 
but Major Lyons will realise that it is often 
necessary to prevent long-distance passen- 
gers being crowded out by short-distance 


passengers for whom other and more fre- 
quent services are available. 
Road Direction Signs 

Sir Adam Maitland (Faversham—C.) on 
November 10 asked the Parliamentary 
Secretary to the Ministry of War Trans- 


port if he could now make a further state- 
ment as to the restoration of road direction 


signs 
Mr. P. J. Noel-Baker stated in a written 
answer Arrangements are being made 


between my Department, the Military, the 
Police and local Authorities for the re- 
erection of road direction signs on important 
roads in Some have been 
replaced already, and others will follow as 
quickly as the limited labour resources of 
the Highway Authorities permit. 


Mr. G. S. Summers (Northampton—C.) 
on November 10 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port if he was aware that the recent decision 
as to the re-erection of sign-posts meant 
that they would be put up in the town 
where people could ask their way, and 
therefore have little need of them, but 
not put up in the countryside, where they 
really wanted; and whether, in 
circumstances, he would review the 
again 

Mr. Noel-Baker wrote in reply: The 
military authorities are not at present 


prepared to agree to the re-erection of sign- 


towns signs 


were 
these 
matter 
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posts in rural areas, but the subject is 
being kept under frequent review. 

Mr. Summers also asked the Parlia- 
mentary Secretary to the Ministry of War 
Transport, if he had any information which 
he could give on the policy which had been 
adopted as to the maintenance or removal 
of signposts in town and country in enemy- 
occupied countries vulnerable to invasion 
by the United Nations. 

Mr. Noel-Baker wrote in reply : No, sir. 


Traffic Lights 

Sir Adam Maitland (Faversham—C.) on 
November 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
if the review by local authorities of traffic- 
light signals at T junctions and others, 
initiated in order to discontinue those no 
longer justified on traffic or safety grounds, 
had now been completed ; and if measures 
had been taken to eliminate such traffic- 
lights. 

Mr. P. J. Noel-Baker wrote in reply : Yes, 
sir, the review is complete, and measures 
have been taken to eliminate without 
avoidable delay all traffic lights which are 
not, in present circumstances, considered 
to be necessary. 


Road Haulage Scheme 

Major A. M. Lyons (Leicester East—C.) 
on November 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether he was aware of the fact that, there 
were 60,000 “A” and “B’”’ licensed 
operators in the road haulage industry, 
with an average fleet of three vehicles; 
and would an assurance be given that these 
operators would receive in their respective 
road haulage businesses such reasonable 
consideration from his Department as 
would ensure economic safeguards for their 
effective continuance. 

Mr. P. J. Noel-Baker stated in a written 
answer: As Major Lyons ‘is aware, the 
Minister of War Transport will shortly 
put into effect a scheme to ensure that long- 
distance road haulage vehicles shall remain 
available. Under this scheme, owners of 
vehicles which are controlled by my 
Ministry will retain their business identities 
and will continue to maintain their own 
vehicles and to employ their own drivers. 
\s the Minister of War Transport has said, 
the scheme may, in due course, be extended 


to some shorter distance haulage if this 
seems likely to promote the national 
interest. 


Inland Waterways 

Mr. A. E. L. Chorlton (Bury—C.) on 
November 10 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port whether he could state, in the special 
efforts that were being made to make more 
use of the inland waterways, how many more 
power-driven barges were being employed ; 
and whether special means of packing for 
goods, such as the container system, were 
being brought into use. 

Mr. P. J. Noel-Baker in a written answer 
stated: From January to the end of 
August, 1942, the number of power- 
driven craft available for use on the inland 
waterways increased from 857 to 917 (plus 
7 per cent.). H.M. Government is assisting 
canal carriers to acquire and install engines 
in dumb barges Some 20 engines have 
already been made available, and it is 
expected that at least 20 more will be 
delivered by the end of the year. A small 
number of power craft which are being 
provided for ice breaking will also be avail- 
able for towing dumb barges. In the main, 
the type of traffic being carried on the 
inland waterways is not suitable for special 
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packing, and the container 


therefore not in use. 


System js 


Electric Railway Charges 


Mr. T. H. Hewlett (Manchest Ex- 
change—C.) on November 10 asked the 
Parliamentary Secretary to the Ministry 
of War Transport whether, in view of the 


desire of his Department to restrict, as far 
as possible, travelling by road vehicles 
with a view to saving petrol, etc., he would 
investigate the charges of the electric rai]- 
way system between Altrincham and Man- 
chester under which the third class sing 
fare has now been advanced to Is. 2d. and 


the third class return fare to ls. 8d 
whereas the Manchester Corporation buses 
run between Altrincham and Manchester 
for 7d.; and whether he would make a 


substantial reduction in railway charges, 
Mr. P. J. Noel-Baker stated in a written 

answer that he was making inquiries and 

would communicate with Mr. Hewlett. 


Damaged Railway Wagons 

Sir John Mellor (Tamworth—C.) on 
November 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether he had now completed his in- 
quiries as to the damage done to railway 
wagons in the course of unloading at the 
Solihull reserve coal dump; whether he 
was satisfied that all proper precautions 
were taken ; and by whom had the cost of 
repairs been defrayed. 

Mr. P. J. Noel-Baker in a written answer 
stated: I am now assured that normal 
precautions were taken in connection with 
the unloading of this coal. The cost of 
repairs to the wagons damaged during the 
unloading is a liability of the contractors 
concerned, to whom accounts covering 
such cost have been rendered by the railway 
companies , 


Motor Headlamps 

Mr. H. Brooke (Lewisham West ( on 
November 10 asked the Home Secretary 
whether, in the interests of road safety, he 
would eliminate from the road the large 
number of motorcars with _ ill-adjusted 


headlamp masks which dazzled other road 


users by throwing a beam above the hori 
zontal. 
Miss Ellen Wilkinson (Parliamentary 


Secretary to the Ministry of Home Security) 
Headlamps which cast a beam above the 
horizontal when the vehicle is standing ona 
level surface are illegal under the Lighting 
(Restrictions) Order, 1940, and the police 
make every effort to enforce the law in this 
respect. 

Mr Brooke : If the Parliamentary 
Secretary maintains that the police make 
every effort to enforce this Regulation 
will she go and look in any main street of 
London after blackout and how un- 
successful the police at the moment art 
being? 


see 


Regional Transport Commissioners 
Sir Ralph Glyn (Abingdon—C.) on 
November 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
how many officers and their staffs were 
posted at the 12 Civil Defence regional 
offices to be available for consultation with 
the Commissioner but not under his orders 
showing each regional staff separately and 
indicating the total cost, including build- 
ings requisitioned or hired, fuel, light, etc. 
Mr. P. J. Noel-Baker: No officers of 
the Ministry of War Transport are posted 


to the Civil Defence regional offices. In 
each region there is one officer on the 
staff of the Regional Transport Com- 


missioner, part of whose duties is to act 
as liaison officer with the Regional 
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Commissioner. This officer is part of the 
normal staff of the Regional Transport 
Commissioner and the liaison duties occupy 
nly a small part of his time. No addi- 
tional expenditure is involved. 


Horse-Drawn Transport 

Mr. T. H. Hewlett (Manchester, Exchange 
—C.) on November 10 asked the Secretary 
of State for War to what extent, in view of 
the shortage of petrol, the Army was making 
use Of horse-drawn transport in this 
ountry. 






Sir James Grigg (Secretary of State for 
War All horse-drawn transport available 
in the Army is being used to save the 
tubber and petrol of motor vehicles. In- 
structions were issued in September that 
ynimal transport could hired for 
his purpose. 


also be 





Quick Turn-Round of Railway Wagons 
Sir Robert Rankin (Liverpool, Kirkdale 
( on November 18 asked the Parlia- 
ntary Secretary to the Ministry of War 

[Transport whether, in view of the import- 





unk of speedy loading, unloading, and 
release of railway wagons, active steps 
ere being taken to introduce additional 
mechanical-handling appliances ; and 


vhether schemes were being carried through, 

is in other countries, to draw the attention 
shippers and to the vital 
1 of a quick turn round. 


Mr. P. J. Noel-Baker stated in a written 

\ Additional mechanical-handling 
appliances are being brought into by 
the railway companies, as fast as they can 


consignees 


use 


obtained from the manufacturers. There 
is sustained pressure on all concerned to 
ure a quick turn-round of railway 
ns \ publicity campaign for an 
ven quicker turn-round”’ this winter 
was opened two weeks ago. 
Laid-Up Motor Vehicles 
Mr. Rhys Davies (Westhoughton—Lab 
m November 18 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
whether he was aware that many 
ns engaged in gardening and _ horti- 


ilture laid up their motor vehicles during 
the winter months, using them regularly 





later on when produce was ripe for sale ; 
would he grant exemption for these 
rsons for any order requisitioning such 


laid-up vehicles 

Mr. P. J. Noel-Baker stated in a written 
reply: In every case where it is proposed 
to requisition a motor vehicle, full con- 
sideration is given to any claim by the 
that the vehicle is periodically used 
essential work. 


wner 


Bus Fares 

Mr. R. W. Sorensen (Leyton West 

I on November 18 asked the Parlia- 
mentary Secretary to the Ministry of War 
Iransport whether he was aware of the 
waste caused by the abolition of return 
bus tickets and the of two tickets 
instead of one; that passengers who 
lormerly purchased return tickets would 
still have to cover the same distance but 
that they now had to spend more on fares 
lor two single journeys without any com- 
mensurate saving of journeys ; and whether 
the anomaly would be remedied. 

Mr. P. J. Noel-Baker in a written answer 
stated In every case where cheap return 
tickets on buses have been withdrawn, the 
purpose has been to reduce unnecessary 
travel. The resulting economy of rubber 
and fuel outweighs in importance any loss 
of material for tickets which there may be 





issue 


Fraserburgh Retail Deliveries Scheme 
_Mr. R. J. G. Boothby (Aberdeenshire 
tast—C.) on November 17 asked the Parlia- 
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mentary Secretary to the Ministry of War 
Transport whether his attention had been 
called to the present situation regarding 
retail deliveries in the burgh of Fraser- 
burgh; and what action he proposed to 
take in the matter. 

Mr. P. J. Noel-Baker (Joint Parlia- 
mentary Secretary to the Ministry of War 


Transport): Yes, sir. When Mr. Boothby 
wrote to me about retail deliveries in 
Fraserburgh, I called for a report. The 
scheme now being enforced in the burgh 


was prepared by agreement between the 
Deputy Regional Transport Commissioner 
and the Divisional Food Officer. It has, I 
understand, the approval of the Provost of 
the burgh \s a result of the discussions 
which have taken place, it has been pro- 
posed that a small local committee should 
be set up to deal with any cases of hardship 
which the scheme may involve. I trust 
that in this way the scheme may be worked 
with little inconvenience circum- 
stances allow. 


as as 


Road Accidents 

Sir Frank Sanderson (Ealing—C.) on 
November 18 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port if, in view of the number of road 
accidents, he would consider whether the 
speed limit at present fixed was too high 
or was being disregarded; and whether 
he would take steps with a view to reducing 
the number of deaths and accidents 

Mr. P. J. Noel-Baker (Joint Parlia- 
mentary Secretary to the Ministry of War 
Transport) stated, in a written reply: I 
have received no evidence that the present 
speed limits are too high or that they are 
now generally disregarded. In collaboration 
with the Home Office, the Ministry of War 
Transport gives constant attention to the 
problem of road_ accidents Wartime 
shortage of labour and materials limits the 
safety measures which can now be taken, 
but at our request and with financial 
assistance from my Department, the Royal 
Society for the Prevention of Accidents is 
extending its work. It hopes to facilitate 
the provision of road safety instruction in 
schools and to set up local safety organisa- 
tions in the areas of the larger local authori- 
ties. National propaganda will be 
carried on with the help of the Ministry of 
Information and the British Broadcasting 
Corporation. 


also 


Sir Frank Sanderson (Ealing—C.) on 
November 18 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port whether he could state the class of 
traffic primarily responsible for the number 
of deaths, especially of young children, from 
road accidents, namely, private motor cars, 
motor cycles, commercial lorries or army 
transport. 

Mr. P. J. Noel-Baker wrote in reply 
No, sir. Returns of the causes to which 
road accidents could be attributed have not 
been made since the outbreak of war. 


Travel Facilities for Merchant Navy 
Colonel V. A. Cazalet (Chippenham—C.) 
on November 18 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port what facilities for free vouchers, or 
reduced fares, were granted to officers and 
men of the merchant services when going 
on leave. , 
Mr. P. J. Noel-Baker, in a written answer, 
stated : Officers and men of the Merchant 
Navy travelling on leave are entitled to 
four free railway journeys a year from their 
ports of disembarkation to their homes. On 
any other journeys which they may make 
on authorised leave they are entitled to 
travel at half the ordinary fares, on the 
out and return journey. They obtain 
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cheap tickets at this rate on surrender at 
the station booking office of a voucher 
which is furnished to them by a number of 
organisations. 


Road Haulage Scheme 

Major A. M. Lyons (Leicester East—C.) 
on November 10 asked the Parliamentary 
Secretary to the Ministry for Transport the 
administrative expenses per ton mile on 
vehicles directly hired by his Department 
in connection with the road haulage 
scheme ; and how this cost compared with 
the figure of 0-137 of a penny per ton-mile 
which he recently gave as the administra- 
tive charges for traffic carried in chartered 
vehicles. 

Mr. P. J. Noel-Baker wrote in reply: 
The figure of 0-137 of a penny per ton-mile 
given in the reply which I made to Major 
Lyons on October 7 represents the esti- 
mated administrative charges of my Depart- 
ment in respect of traffic other than meat 
and livestock carried in all vehicles under 
the road haulage scheme, whether chartered 
or hired directly by my Department or 
through the hauliers’ national traffic pool. 
[ regret that in my previous answer I 
limited the application of this figure to 
chartered vehicles. The figure does not 
include the expenses of the pool, for which 
an estimated addition of 0-061 of a penny 
per ton-mile must be made 


Jamaica Railway Employees’ Union 
Mr. J. Dugdale (West Bromwi Lab.) 
on November 18 asked the Under Secretary 
of State for the Colonies whether the action 
of the Governor of Jamaica in declaring the 
Jamaica Government Railway Employees 


Union to be illegal was taken with his 
authority. 
Mr. W. Thorne (Plaistow—Lab.) also 


asked the Under Secretary of State for the 
Colonies why the Jamaica Government 
declared that the Railway Workers’ Union 
was illegal; and what he intended doing 
about the matter. 

Captain H. Macmillan (Under Secretary 
of State for the Colonies) : On October 22, 
Defence Regulations entitled ‘‘ The Author- 
ised Associations (Government Depart- 
ments) (Defence) Regulations ’’ were pub- 
lished in Jamaica and came into force, the 
effect of which was to exclude all non- 
employees from membership or office in 
the departmental trade unions except by 
the Governor’s authority. The Secretary 
of State for the Colonies is informed that 
this action became necessary in view of the 
key positions in relation to vital services 
occupied by some of the office holders not 
departmentally employed who were known 
to be engaged in subversive activities. The 
Secretary of State’s approval was not 
obtained before the regulations were issued. 
He is already in consultation with the 
Governor as to the situation. 


Mr. Dugdale: Will the Under Secretary 
say what is meant by “ subversive activi- 
ties,’’ and, secondly, will he make certain 
that Jamaican trade unionists have exactly 
the same rights as British trade unionists ? 

Mr. Macmillan: As to the first question, 
regulations are applied in this country, and 
people have been detained under Regula- 
tion 18B. On the second point, the Secre- 
tary of State is in consultation with the 
Governor, and I hope to make a statement 
shortly. 

Mr. R. W. Sorensen (West Leyton—Lab.) : 
Would trade union officers in this country 
be liable to the same kind of prosecution as 
those in Jamaica have experienced ? 

Mr. Macmillan: Yes, Sir, if—as I think 
is, fortunately, unlikely —they were to 
engage in subversive activities. 
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Mr. J. Maxton (Glasgow, Bridgeton 
1.L.P.) : Is the Under Secretary aware that 
leaders of the North Rhodesian Copper 
Workers’ Union were imprisoned for what is 
called subversive activity in making de 
mands for a cost of living bonus on their 
wages and for the establishment of a 
pension scheme ? 

Mr. Macmillan If I may be allowed to 
answer that question, which is not related 
to the question on the paper, both state- 
ments by Mr. Maxton are incorrect No 
demands of that kind had been made, and 
no trade dispute of any sort or kind existed 
at the time in the North Rhodesian Copper- 
belt 
Kenya Uganda Railway Employees 

Mr. Robert Morgan (Stourbridge—C.) on 
November 18 asked the Under Secretary of 
State for the Colonies what had been the 
result of the investigation of the official 
committee into the effect of the high cost of 
living on the Kenya Civil Service and the 
employees of the Kenya Uganda Railway 

Mr. Harold Macmillan stated in a written 
reply rhe committee has recommended 
alleviation to the lower-paid employees of 
the Government \ further report is 
expected shortly as to the form which it 
should take 








Staff and Labour Matters 


Railway Staff National Tribunal 
N.U.R. Clain 

Mr. Marchbank, in presenting the claim 
of the National Union of Railwaymen, sub 
mitted a number of statements to the 
tribunal, which included a comparison 
between figures published by the Ministry 
of Labour in 1941 as to weekly expenditure 
on food in working-class households in the 
United Kingdom, and the approximate 
amounts spent on the same commodities in 


September 1942; the cost of ordinary 
kitchen utensils before September, 1939, 
and November, 1942; utility textiles and 
bedding, comparison of cost 1939 prices 


with Board of Trade maximum prices, and 
he proceeded to demonstrate to the tribunal 
how the cost of living of railwaymen was 
affected by the increase in prices as shown 


in the statements 

Referring to the difficulties of railway 
working in present circumstances, he 
described in detail the conditions undet 


which the various sections of staff have to 
perform their duties, stressing particularly 
the locomotive staff, trainmen, signalmen 
station staff, permanent way staff, goods 
staff, and salaried staff He referred to the 
fact that over 98,000 male employees are 
serving with H.M. Forces and over 105,000 
women are employed by the railways which 
he said, told of increased and 
responsibilities on the experienced men who 
remained in the service 

On the question of money values, he said 
that, in September, 1942, it would require 
approximately 25s. 93d. to purchase what 
could have been obtained for 20s. in Sep 
tember, 1939 [his was on the basis of 
the cost of living figures published by the 
Ministry of Labour, but he could not accept 
this as representing the true position of thx 
changes in cost of living since the War. 

Dealing with the net revenue position of 
the companies, Mr. Marchbank said that 
the figures revealed a ‘‘ healthy ’’ state of 
affairs and the companies could not oppose 
the claim on the grounds of inability to pay 


A.S.L.E. & F. Clain 

Mr. Allen, in presenting the claim of the 
Associated S«¢ ciety of Locomotive Engineers 
& Firemen, submitted a number of state- 
ments to the tribunal showing the changes 
in weekly rites of cleaners, firemen, motor- 


pressure 
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men, and drivers, between September, 1939, 
and October, 1942 ; examples of passenger- 
train workings with heavy loading ; senior- 
ity date of junior appointed driver and 
fireman; and extracts from L.M.S.R. book 
‘Questions for Enginemen.”’ 

He explained that the claim seeks to get 
a wage which is commensurate with the 
skill, responsibility, and nature of the work 
performed by the men on the front end of 
the train, stating that these men are skilled 
to the extent of being craftsmen working 
with a most expensive machine 

He contended that the present rates of 
pay of junior engine cleaners are such that 
difficulty is experienced in providing every- 


day human needs, and that the scale of 
wages of drivers, motormen, firemen, and 
cleaners have not been advanced either 


in relation to previously accepted standards 
or consistent with improvements which 
have been made in the rates of pay of other 
grades of men in the railway industry, or 
with due regard to the importance of the 
nature of their work. Comparisons were 
made with the wages paid to juniors in 
agriculture, coal mining, and iron ore min- 
ing, and reference was made to an enquiry 
conducted by the Ministry of Labour into 
earnings in a number of industries at 
January, 1942 

Mr. Allen dealt at some length with the 
conditions under which the work of engine- 
men is performed with the loading of trains 
and the examinations the enginemen are 
required to undergo He quoted exten 
sively from a publication by the Ministry of 


War Transport entitled rransport goes 
to War ”’ and, in conclusion, contended that 
the financial position of the Companies 


warranted a more generous consideration of 
wages claims 

REPLY OF RAILWAY COMPANIES 

Mr. Darbyshire, replying to the unions’ 
claims, submitted a statement to the 
tribunal which showed that the estimated 
yearly cost of the N.U.R. claim was 
£15,160,000, and that of the A.S.L.E. & F., 
£2,330,000. He said that the claim of the 
N.U.R. affected 429,000 staff and that of 
the A.S.L.E. & F., 80,000 

He explained the present basis of railway 
wages and salaries, and gave an outline of 
increases in pay granted as a result of the 
that on the claim of 


THE 


war, stating the 
N.U.R. the companies have indicated their 
willingness to increase by 4s. a week the 
general addition of lls. a week to male 


adult staff, making the total war advance 
15s. a week in all. He analysed the claims 
from the point of view of the pay of the 
staff as established by the tribunal, at or 
shortly before the outbreak of the present 
war, and in the light of the increases which 
have granted since the war, and 
suggested that on the pre-war or peace- 
time position there was no case for increas- 
ing the existing standard rates of pay 

As to the altered circumstances brought 
about by the war, he dealt fully with the 
difficulties under which the staff are working 
and drew attention to the war increases 
which had been granted to railwaymen, 
and these he compared with increases given 
in certain other industries. He explained 
that the various sections of railway staff 
have been dealt with in respect of war 
advancement this year as follows : 


been 


Shopmen 4s. a week, plus 4s. 6d. extra for 
minimum-rated grades. 

£10 a year, the equivalent of 4s. 
a week. 

4s. a week. 

4s. 6d. a week for the minimum- 
rated grades. 


Salaried staff 


Drivers and firemen 

Conciliation grades 
other than dri- 
vers and firemen 


and pointed out that if the offer which 
has been made by the companies of 4s. a 
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week for the conciliation grades other than 
drivers and firemen is given effect to, the 
result would be that all railway staff would 
be dealt with on a uniform basis. 

On the question of financial results of 


working in wartime, Mr. Darbyshire ex. 
plained the financial arrangements for the 
control of the railways, and stated that the 
net revenue of the four main-line railways 
for 1940 was £38,607,000, and for 194] 
£39,763,000 The present level of traffx 
was abnormal because of armament pro- 
duction and the diversion of a considerable 
volume of traffic from the roads and from 
coastwise shipping to the railways was 
this purely wartime traffic that so largely 





influenced the actual net revenue 
existing conditions. Its existence is 
a corollary of large expenditure | the 
Government on factories, workshops 
defence mea*ures, and any surpluses which 
may arise over and above the fixed ; 
sums guaranteed to the owners of the rail- 


ways under the control agreements go t 
the taxpayers in relief of the heavy burdens 
they are now being called on to carry 
It was contended that these surpluses 
should be disregarded in considering the 


applications of the unions 

Mr. Darbyshire’s final submissions to the 
tribunal were 

That as to the claim of the National 
Union of Railwaymen there is no justifica- 


tion for anything beyond the companies 
offer of 4s. a week additional war advance 
for male adults, with the usual propor- 


tionate increases for females, together with 
certain adjustments in the standard rates 
of juniors which he had previously indicated 
to the tribunal as 


At |S years of age... Is. 6d., making the total com- 
posite rate 25s. a week. 

% os + «ee 2s. 6d., making the total com- 
posite rate 30s. a week 

a" és 2s. 6d., making the tota com- 
posite rate 35s. a week 

. oe + «ee =6Is. 6d., making the total com- 

posite rate 4ls. 6d. a week 
That in the case of the claim of the 


Associated Society of Locomotive Engineers 


& Firemen, having regard to the wai 
advance already agreed, there is no cast 
for any further increase in pay at the 


present time 


Preparation Time, Double-Shifted 
Engines 
The Chairman of the Railway Staff 


National Tribunal has recently given his 


Decision (No. 21) on the following claims 
3y the National Union of Railwaymen 

That the London & North Eastern 
Railway Company is violating Clause 4 


of the Railway Executive Committee 
Circular Letter No. 1,937 of August 29, 
1919, and Item 10 of Appendix ‘ ¢ to 
such circular, in that it is not allowing 


full preparation time, plus time for dis- 
posal duties at, or after the completion of 
a turn of duty of one set of men, or before 
or at the commencement of a turn of duty 
of a second set of men on what are termed 
double-shifted ’ engines.’’ 
By the {ssociated Society of Lo 

Engineers & Firemen 

“That the full preparation times as pro- 
vided for in Clause 4 (c) of R.E.C. Circular 
Letter No. 1,937 of August 29, 1919, and 
as supported by N.W.B. Findings Nos. 133 
and 179 shall apply in all cases to prepara- 
tion of double-shifted engines and where 
disposal duties are undertaken by |loco- 
motivemen extra time should be allowed 
according to circumstances as laid down 
in Item 10 of Appendix ‘C’ of enclosure 
to Railway Executive Committee Circular 
Letter No. 1,937 of August 29, 1919.” 

In November, 1933, the Associated 
Society of Locomotive Engineers & Fire- 
men submitted to the National Wages 
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Board a claim that the second set of engine- 
men working the 10.50 p.m. Hull and Don- 
turn were entitled to the appro- 
time allowance laid down in Clause 
4 of Railway Executive Committee 
Circular Letter No. 1,937 of August 29, 
1919. The National Wages Board’s Deci- 
sion on the case (No. 179) dated December 5, 
1933, was as follows : 

[he board by a majority find that the 
second set of enginemen working the 10.50 
p.m. Hull and Doncaster turn are entitled 
to the appropriate time allowance laid down 
in Clause 4 (c) of Railway Executive Com- 
nittee Circular Letter No. 1,937 of August 
99 1919.”’ 


aster 
priat 


On the present claim it was contended 
yy the National Union of Railwaymen that 
the marginal time allowances in Clause 4 (c) 
f Railway Executive Committee Circular 
Letter No. 1,937, dated August 29, 1919 
vere determined only after careful con 
sideration of the whole position and the 
juties which require to be performed ; 
that the allowance for the preparation of 
engines of the class involved in the present 
laim is 60 minutes; that the second set of 
men is required to undertake the full pre- 
paration duties and accordingly qualify 
for the full preparation time allowance of 
60 minutes plus time for disposal duties ; 


that Decisions Nos 133 and 179 of the 
National Wages Board support the claim 
f the union that the men covered by the 


present claim are entitled to a time allow- 
ance of 60 minutes plus time for disposal 
luties; that the London & North Eastern 
Railway Company is not in the circum- 
stances justified in reducing the allowance 
to 50 minutes for the duties performed. 

The Associated Society of Locomotive 
Engineers & Firemen contended that in all 
where engines have to be prepared 
train working the full marginal time 
vances as provided for in Clause 4 (c) 
Executive Committee Circular 
No. 1,937, dated August 29, 1919, 
should apply; that the society, although 
not disputing the right of the company to 
ntroduce new methods of working, cannot 
gree with the action in reducing the mar- 


Railway 


etter 


ginal time allowances defined in the 
National Agreement; that time allowance 
ior disposal duties is also related to this 


issue, as after the completion of a turn of 
luty certain disposal duties have to be 
performed, and the agreed allowances 
should be applied; that the society has 
ontended from the outset that the “‘ time’ 
illowance for the combined duties as intro- 


luceed by the company is not provided 
for in any agreement that Decisions Nos. 
133 and 179 of the National Wages Board 
ere in the society’s favour and that the 
larginal time allowance in Clause 4 (c) of 
Railway Executive Committee Circulai 
Letter No. 1,937 should be applied on 


ich and every occasion when engine pre- 
tion duties are performed ; that when 
the 


zinemen are required to perform 
ities for which the allowances are in 
ispute, they have to fulfil similar duties 
those they are required to perform 
inder Clause 4 (b) and (c) of Railway 
Executive Committee. Circular Letter No. 


1,937, plus disposal duties, and have to 
accept similar responsibility. 

It was contended on behalf of the com- 
panies that although the engines affected 
the present claims may be of over 1,500 
ft. heating surface, engines of smaller 
ting surface are liable to be used and, 
fore, the claims are not limited to 
engines for which the time allowance for 
preparation duties is 60 minutes; that the 
present allowance of 50 minutes covers 
nly certain of the duties generally regarded 
as preparation duties and is not a prepara- 
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tion allowance which has been reduced 
from 60 minutes to 50 minutes but is an 
allowance granted for the performance of 
a combination of operations which was not 
visualised when the National Agreements 
were made; that while it is agreed that 
the National Agreements do not lay down 
what allowances are to be granted to engine- 
men for re-conditioning duties, the sugges- 
tion cannot be accepted that these agree- 
ments provide or imply that enginemen 
required to re-condition an engine should 
be granted the full preparation allowance 
plus the disposal allowance ; that Decision 
Ng. 133 of the National Wages Board 
cannot have any bearing on the present 
claims; that Decision No. 179 of the 
National Wages Board had reference to a 
particular case only ; that when a double- 


shifted engine returns to the shed and is 
taken over by a second set of enginemen 
to be taken again into traffic the engine 


is not in fact fully prepared or fully dis- 
posed of between the two halves of its 
day’s work; that the practice in question 
relating to double-shifted engines is not 
a violation of any national agreement ; 
that experience has shown that in general 
the allowances now granted are adequate 
and that allowances equal to the full pre- 
paration and disposal allowances would be 
excessive. 

The decision states that the example of 
‘ double-shifted engine working ’’ set out 
by way of illustration in the submission of 
the parties makes it clear that the issue 


differs in no material respect from that 
raised before the National Wages Board 
and covered by Decision No. 179 of that 
body.’ Further the arguments upon which 


the present claim is supported by the union 
and contested by the companies are in 
substance the same those put before 
the National Wages Board when Case No. 
179 was under consideration. 

The Chairman of the tribunal decides 
that the second set of locomotive men 
performing preparation or _ recondition 
duties between the first and second shifts of 
a double-shifted engine shall be allowed 
the full marginal times for preparing engines 


as 


provided for in Clause 4 (c) of Railway 
Executive Committee Circular Letter No. 
1,937, dated August 29, 1919, and that 


where disposal duties also are performed 
by these men extra time shall be allowed 
by agreement indicated in Item 10 of 
\ppendix C of the enclosure to the before- 
mentioned circular letter 


as 








UNITED STATES DEVELOPMENT OF MEXI- 
CAN RAILWAYS Reuters states that a 
programme for the development of the 
railways of Mexico is being undertaken in 
conjunction with the United States Govern- 
ment \ technical mission of American 
railway experts has gone to Mexico at the 
request of the Mexican Government, and 
the United States has agreed to finance the 
improvement of important lines of the 
National Railways of Mexico, and to pay 
for repairs to locomotives and other equip 
ment. It is stated that American Govern 
ment agencies have purchased large quan- 
tities of war materials in Mexico and that 
the movement of these is placing a con- 
siderable strain on the railways of that 
country \s the result of the development 
programme, it is estimated, Mexican rail- 
wavs next vear will move 1,200,000 tons 
of raw materials essential to the Allies. 
The opening of the bridge over the Suc hiate 
River, which was recorded in our Novem- 
ber 20 issue, is said already to have increased 
the speed of traffic between Central and 
South America and the United States. 


533 


The Buenos Ayres & Pacific 
Railway Position 


Due to the very long runs of its passenger 
and goods trains to the Provinces of Men- 
doza and San Juan (approximately 660 and 
744 miles, respectively, from Buenos Aires) 
the B.A.P.R. is particularly dependent 
upon adequate fuel supplies for the regular 
and efficient maintenance of its services. 
This is possible only with oil, as coal is 
practically unobtainable and wood is said 
to be lacking in the requisite calorific 
value. Moreover, the company’s position 
as a Carrier of petroleum from the Mendoza 
oilfields makes it essential that its oil- 
tank services shall not be interfered with 
through lack of fuel. (An article describing 
these services was published in our Octo- 
ber 10, 1941, issue, and recent articles on 
the fuel problems of the Argentine railways 
appeared on September 11, and on Octo- 
ber 30). 

Under the Government’s fuel rationing 
scheme, the company’s oil-fuel quotas for 
the last eight months of 1942 have been 
fixed at about 16,800 tons, or approxi- 
mately 2,100 tons a month. In the memo- 
randum the company points out that, 
despite the fact that every possible ex- 
pedient for saving fuel has been practised, 
the position of the railway in this respect is 
extremely serious. As the steam _ loco- 
motives on the local section are not suit- 
able for log-firing and it is impossible to 
obtain the materials needed for the con- 
version of these locomotives to oil-burners, 
the company requires some 3,000 tons of 
coal a month for the Mendoza oilfields 
services. Its existing stock of coal, which 
on July 1 last amounted to 26,800 tons, is 
reserved for this service, but it is necessary 
to draw upon it from time to time to supple- 
ment the shortage of log fuel. Hence this 


stock is only sufficient for the present 
winter 
On the main-line second class goods 


services, and on branch lines, algarrobo logs 
are being used as fuel. The stock of wood 
on May 31 last was 50,700 tons, but an 
example of the rate at which this is being 
consumed is given by the following table : 


Tons Tons Tons 

1942 received consumed in stock 
June 29,000 41,800 37,900 
July ; 30,000 46,800 20,900 
August 30,000 46,800 4,300 


At the above rate of consumption it was 
estimated that the entire would 
have been used up by the end of October 
last, when the company would be forced 
to draw upon its almost-exhausted coal 
supply 

On its main-line passenger, and first class 
goods, the company’s monthly 
consumption ot petroleum averages 6,000 
The stock in existence at the end of 


stock 


services 


tons. 

July was 12,000 tons, and the railway was 
receiving 3,500 tons a month from the 
Compania Ferrocarrilera de Petroleo. The 


company states that, if the requisite amount 
of oil-fuel cannot be obtained, it will be 
necessary to convert some 25 oil-burning 
locomotives for wood-fuel consumption. 








CANADIAN PaciFic AIR LINES LIMITED.— 
The headquarters of Canadian Pacific Air 
Lines Limited, which formerly were located 
in Windsor Station, Montreal, have been 
moved to the Dominion Square Building. 
The Administration, Operation, Traffic, 
Personnel, and Advertising Departments 
will be located in the new quarters, as well 
as the office of the General Supervisor of 
the air-observer training schools operated 
by the company. 
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Notes and News 


New York Central Railroad.—A divi- 
dend is being paid of $1 on this company’s 
capital stock. This is the first payment 
since 1931. 


Ateliers de Secheron, Geneva.—This 
Swiss company of electric locomotive and 
equipment manufacturers returned for the 
financial year 1941-42 receipts of 
fr. 2,330,000, compared with fr. 1,480,000 
for the previous financial year. Net receipts 
amounted to fr. 810,000, against fr. 510,000 
for 1940-41. 


Institution of Electrical Engineers. 
An ordinary meeting will be held in the 
lecture theatre of the institution, Savoy 
Place, Victoria Embankment, W.C.2, at 
5.30 p.m. on December 3, when a paper on 

Standardisation as applied to Industrial 
Electrical Instruments will be read by 
Lt.-Colonel K. Edgcumbe, T.D 


e2Toss 


Tanganyika Railway Staff Vacancy. 

An assistant mechanical engineer is 
required for-service with the Tanganyika 
Government Railways Candidates must 
possess an engineering degree or equivalent 
qualification ; have served a pupilage or 
full apprenticeship with a British railway 
and passed through all sections of the loco- 
motive repair and building works, including 
drawing office and running sheds; and 
have had at least two years’ subsequent 
experience. Details are given in our 
Official Notices at page 535 

Liquidation of Barcs-Pakrac Rail- 
way.—lIt is stated that this company, 
owning the 59-miles standard-gauge line 
between Pakrac and Bares, is to be liqui- 
dated as the result of negotiations which 
took place recently between representatives 
of Croatia, Hungary, Germany, and Italy 
in connection with the Danube-Sava-Adria 
Railway (see THE RAILWAY GAZETTE of 
October 2), which owned all the “A” 
shares in the Barcs-Pakrac Railway Com- 
pany rhe majority of the “B”’ shares 
are said to have been in German ownership 


International Railways of Central 
America.—During the last few months 
there has been a substantial decline in the 
import and export traffic of this company, 
due to the diversion of shipping facilities 
to more essential war purposes. A continu- 


ation of this situation will undoubtedly 
affect adversely the company’s earnings, 
and, therefore, in view of the uncertain 


future prospects, the directors do not feel 
warranted in depleting the company’s cash 
resources by the declaration of a dividend 
on the 5 per cent. cumulative preferred 
stock at this time. 

Spanish National Railways Fuel 
Department.—A department concerned 
solely with the supply of coal and other fuel 
has been established by the Spanish 
National Railways ; it is detached from the 
Locomotive Superintendent’s Department 
and is responsible to the General Manager. 
The functions of the Fuel Department 
include the purchase and distribution of 
coal, coke, wood, and substitute fuels for 
locomotives, and for repair shops and other 
establishments, and for heating purposes, 
and it is organised into secretarial, financial, 
personnel, research, statistical and other 
sections. For the purpose of the distribu- 
tion and supply of fuel the railway system 
has been divided into Northern, Southern, 
South-Eastern, and North-Eastern Zones, 
the first two of which cover production and 
consumption areas, and the last two are 
almost exclusively consumption areas. 
Leén is the central purchasing and distribut- 
ing centre for the Northern Zone; and 
Cérdoba for the Central and Southern 
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Spanish coal basin; the distributing office 
of the South-Eastern Zone is at Valencia ; 
and that for the North-Eastern Zone is at 
Barcelona. 


Powell Duffryn and Cory Bros.—The 
purchase by Powell Duffryn Associated 
Collieries Limited of the entire share capital 
of Cory Bros. & Co. Ltd. has now been 
completed, and the Cory board has been 
reconstituted as follows :—Mr. H. H. Mer- 
rett (Chairman), Mr. Edmund L. Hann, 
Mr. J. C. Gridley, and Mr. H. V. Vale. The 
business of Cory Bros. & Co. Ltd. will 
continue to be carried on under that name. 

Fritz Todt Prize.—A_ recently-estab- 
lished award in Germany is the Fritz Todt 
Prize, which is to be given on every anni- 
versary of the birthday (November 4) of 
the late Dr. Todt. The total amount of the 
prize is to be RM. 10,000, which will be 
divided normally either into two awards 
of RM. 5,000 or into three of respectively 
RM. 5,000, RM. 3,000, and RM. 2,000. It 
may be recalled that Dr. Todt, who was an 
outstanding civil engineer, was killed in an 
air crash in February last ; his work formed 
the subject of an article at page 269 of our 
issue of February 20. 

Egyptian Delta Light Railways 
Limited.—At the 45th ordinary general 
meeting of this company the Chairman (the 
Hon. W. B. L. Barrington) said the receipts 
had considerably exceeded their anticipa- 
tions at the time of the last general meeting, 
partly due to the greater circulation of 
money in Egypt and to the fact that road 
competition had gradually decreased under 
war conditions, and partly to substantial 
increases in rates and fares sanctioned by 
the Government. Expenditure was con- 
siderably higher, largely due to the in- 
creased cost of fuel Their traffic receipts 
continued to be well maintained during 
the current year, and there were increases 
in gross receipts, in the number of passen- 
gers carried, and in the tonnage of goods 
lifted. 


Bengal & North Western and Rohil- 
kund & Kumaon Railway Com- 
panies.—-In view of the winding up on 
December 31 next of these two companies, 
notice is given that the transfer books of 
the 34 per cent. and 4 per cent. 2nd prefer- 
ence stocks of the Bengal Company, and 
of the 4 per cent. debenture stock of the 
Rohilkund Company will be permanently 
closed on December 2. Transfer books of 
the ordinary stocks of both companies 
will be permanently closed as from Decem- 
ber 8. Ordinary stockholders whose names 
are on the register at the close of business 
on December 7 will be entitled to receive 
any interim dividend, should the directors 
be in a position to declare such dividend, 
for the nine months ending December 31, 
1942, payable by the liquidators in Feb- 
ruary, 1943, and will also receive the 
proceeds of redemption. 

Leopoldina Railway Co. Ltd.—Mr. 
C. H. Pearson, presiding at the ordinary 
general meeting on November 3, said that 
in currency the gross figures of receipts 
were 111,265 contos, a new high record, 
for on only one occasion had 100,000 contos 
been exceeded—namely in 1929, when the 
figure was 100,669 contos. The influence of 
exchange rates, however, presented a very 
different picture, for the 1941 record 
earnings in currency, though 10-53 per 
cent. higher than those of 1929, on con- 
version to sterling showed a decrease of 
£1,086,568, or 43-8 per cent., in comparison 
with the record sterling figures of 12 years 
ago. Increased tariffs contributed in no 
small measure to bring about these currency 
results in 1941, but practically all traffics 
showed improvement in comparison with 
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the preceding year, in units as well as 
revenue. Among the classes of traffic 


which had contributed to the betterment 
was the exceptionally good sugar cane 
harvest, and in sequence thereto, the pro. 
duction of sugar and the alcohol so much 
required for motor spirit. As from Decem- 
ber 15, fares between Rio and Petropolis 
were increased by 40 per cent., as a result 
of special representations made to the 
Government on the legitimate score of 
heavily increased working costs. Regard- 
ing competitive traffic, the opening of new 
roads in the areas served by the company’s 
lines was continued throughout the year, 
The company was taking all measures 








British and Irish Railway 
Stocks and Shares 
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G.W.R. | 
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FORTH BRIDGE | 
4% Deb... | 99% | 903 | 107 = 
4% Guar ool oe 85} 1035 
L.P.T.B. 
4% “A”... ...1 120% | 1095 | HISE 1+ I 
sted” “eee | 130 | UIS$ | 1284 - 
43% “T.RA. — |..| 103 | 994 | 101 
—e" .... mr 102 1184 y 
S* 463 283 55 a 
MERSEY | | 
Ord. ... as ~~ 21 et SS + 4 
3% Perp. Pref. oooh ae Si} 59 — 
4% Perp. Deb. ..-| 100 | 90 1Olg | + Ib 
3% Perp. Deb. | 734 | 63 72}; — 
IRELAND 
BELFAST & C.D. 
Ord. ... Se of © | 4 | 9 — 
| 
G. NORTHERN | 
Ord. ... ae . ‘| 144 | 3 | 27 
G. SOUTHERN } 
Ord. ... sn mh Met 3 mo |- 3 
Pref. ... a cect Ee 10 26 «|= It 
Guar. —~ wi eo a 3 |- 
Deb. ... ot Oe ae. ae If 








Nov 





possibl 
bv the 
for rap 
etc 
largely 
fuel, hi 
transp¢ 
varyin} 


Inte 
Trust 
1942, 1 
and WI! 
this < 
brough 
go IOTV 
have b 
unable 
meetin 
ties of 


regard 





shares 
irancs 
that t 
forcibl 
m the 
in Jun 


Plat 
Enter 
ticket 
passen 
Stato! 
train t 
in the 


recent 
omm 
Causc 
said t 
Was n 
Sheriff 
generé 
{1 exy 


Ar¢ 
Co. L 
meetil 
K.B.E 
\rgen 


Tailwa 














ll as 
trathc 
rment 

Cane 
pro- 
much 


cem. 


atl 


oe 








November 27, 1942 


OFFICIAL ADVERTISEMENTS 





0! ICIAI ADVERTISEMENTS intended for 
ertion on this page should be sent in as 
the w rt latest time r 
¢ ficial r this page tl 
week’s i he { eding 
{ All adverti ts sl lressed t 
1 wy Gaze 33, Tothill St t, Westmins 
S.W.1 





THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


@VERS! AS EMPLOYMENT 

nical ngineer is required fe 

Government Railway for one tour 

with possible permanency. Salary £600, rising f 

¢ Candidates must hold 
equivalent fi 






juarters. 











Now on Sale 


Universal Directory of Railway Officials 
and Railway Year Book 
48th Annual Edition, 1942-43 


his unique publication gives the names of all 
the principal railway officers throughout the world 
together with essenti systems 
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Price 20/- net. 
THE DIRECTORY PUBLISHING CO., LTD., 
33, Tothill, Street, Westminster, S.W.1 








possible to counteract this competition 

the improvement in public facilities 

rapid and direct house to house service 
tc. The increase in direct expenditure was 
ly attributable to increased cost of 
f higher consumption due to the greate 
transportation effort required, and to the 
varying qualities of fuel securable 





International Sleeping Car Share 
Trust Limited.—For the year to May 31, 
1942, the net loss, after meeting expenses 


nd writing off £428, was £450. Deducting 
lis amount from the £13,304 credit 
ought in, leaves a balance of £12,845 to 
forward All directors’ fees for the year 
been waived rhe directors have been 
information since the 
ting in October, 1940, as to the activi- 
of the Wagon Lits Company With 
regard to the holding by the trust of 30,000 
ence shares and 495,000 ordinary 
shares in that « all of 100 Belgian 
francs each, information has come to hand 
the whole has, under protest, been 
ibly acquired by Germany All action 
the capital reduction scheme authorised 
June, 1940, has been deferred 


inable to obtain any 


ympany 


Platform-Ticket Holders must not 
Enter Trains.—The holder of a platform 
t t who was assisting two departing 

ngers with their luggage at Waverley 


Station, Edinburgh, got swept into the 
rain by the rush of people and was jammed 
the corridor so that she could not get 


of the train before it started She 
twice pulled the communication cord and 
he train, a London express, was even- 


1 stopped at Longniddry, some 13} 
miles distant At Edinburgh Sheriff Court 
ntly she was charged with pulling the 
nmunication cord without reasonable 
An agent for the railway company 

that the holder of a platform ticket 
allowed to enter a train The 
who remarked that this was not 
known, imposed a fine of £1 with 


Ss not 
Snerift 
generally 


{1 expenses 


Argentine North Eastern Railway 
Co. Ltd.—Presiding at the annual general 
i November 18, Sir Follett Holt 


eeting on 

K.B.E deprecated the attitude of the 

\rgentine Government towards the British- 
| railways in the republic. These 
iys had become unremunerative and 


quite unable to make provision for 

tal and renewal requirements Apart 
the unfairness of this, to neglect the 

re of the railways in a country like 
ntina vitally dependent upon them 
be unwise and must endanger the 
lity of her best customer. Receipts 

1c Argentine North Eastern in the 
to June 30, 1942, were the highest 
led in its history. Improvements 

un from passengers, agricultural pro- 
lucts, fruit, vegetables, and cattle, and to 
degree by an increase in rates autho- 


rised in April last, mainly to satisfy the 
claims of labou Unfortunately, as the 
tonnage to be transported increased so did 
the expenses, particularly for fuel which 
£78,000 more than in the pre-war 
year, and the continuity of supply remained 
the cause of much anxiety The current 
vear had started with an increase of 11-8 
per cent. in gross receipts, so it was hoped 
that the final results would not be 
than those of last year, but the uncer- 
tainties of wartime must not be forgotten 


cost 


worse 


Bombay, Baroda & Central India 
Railway Company.—tThe directors have 
authorised the payment on December 15 


next to the holders of capital stock of a 


second (interim) distribution of assets on 
the winding up of the company. The dis- 
tribution will consist of 1$ per cent. final 


dividend (less income tax) in respect of 
surplus profits, for the nine months ended 
December 31, 1941, and 6 per cent. in 


respect of other assets 


Proposed New Transandine Route. 
It is stated that, in an effort to solve the 
problem of establishing permanent road 
communications over the Andes, between 
Mendoza and Los Andes, via the Uspallata 
Pass, which is blocked recurrently by snow 
during the winter months, the Argentine 
National Roads Board proposes to con- 
struct an alternative highway between 


Cerro Negro and Uspallata. The proposed 
road will necessitate the construction of 
two tunnels, 200 yd. and 70 yd. long 


respectively, in addition to a number of 
snowsheds Che of the scheme is 
estimated at 962,000 pesos. 


cost 


Town and Country Planning and 
Transport Problems.—Mr. G. Mills, 
Vice-President of the Institute of Trans- 


informal meeting of the 
November 24, initiated a 


port, at an 
institute, on 


discussion on this subject. Those taking 
part in the discussion were Messrs. H. 
Cleminson, M. A. Cameron | ae 
Castleman, H. H. Crow, J. N. Peck 


Cc. G. G. Dandridge, S. B. Budworth, 
A. E. Sewell, M. R. Bonavia, C. E. W 
Duley, A. W. Arthurton, and L. H. K. 
Neil The President, Mr. De S. Nicholl, 
wound up the discussion. 


Trans-Zambesia Railway Co. Ltd. 
Gross receipts of the railway, including the 
southern approach to the Zambesi bridge, 
for the vear 1941 were £186,944 (£167,657), 
and working expenses £117,236 (/ 111,295), 
leaving net receipts £69,708 £56,362) 
Working expenses, including the southern 
approach, the river service, and renewals, 
were 62-71 per cent. (66-41 per cent. of the 
gross receipts Passenger traffic receipts 
were (25.009 (£23,630) and trathc 
rec eipts £149,916 (£130,071). The amount 
of £32,325 due from the Nyasaland Govern- 
ment, under guarantee, has been received, 
and this, with the balance of £71,105 from 


goods 


revenue account, covers interest charges 
and the £35,550 set aside for debenture 
redemption account. 

Pullman Car Co. Ltd.—Gross receipts 
for the year to September 30, 1942, 
amounted to £52,314 (£48,190) and work- 
ing expenses to £55,618 (£60,322) leaving 
a net loss on working of £3,304 
(£12,132). After crediting £55,000 com- 
pensation from the contracting railway 
companies on account of the loss of ser- 
vices, and sundry receipts amounting to 
£3,837, there is a profit of £55,533 
£44,584). After providing for full depre- 
ciation, income tax, and all charges, the 
loss for the year amounts to £2,000 
making a total loss to be carried forward 
of £10,804 in the accounts. All the 
regular Pullman services were withdrawn 
by Order of the Minister of War Trans- 
port on May 22 of this year. 

Accident Inquiry. Opened. Major 
G. R. S. Wilson, for the Minister of War 
Transport, at Paddington Station, on 
November 19, opened the inquiry into the 
accident which occurred on the G.W.R 
Didcot-Oxford line, near Appleford Crossing 
signal box, in the early hours of Novem- 
ber 13, when a goods train to Bordesley 
travelling on the down relief line failed to 
stop at the outlet signal, and, becoming 
derailed, obstructed the adjacent down main 
line, on which a Paddington-Birkenhead 
passenger train was passing. Evidence was 
given by Mr. G. Matthews, Superintendent 
of the Line, G.W.R., explaining the cause 
of the accident, and showing that rescue 
work was promptly and well carried out 
and was unhampered by lack of tools. 
The signalman at Appleford Crossing stated 
that he saw the lights of the goods train 
approaching so quickly that he thought at 
first it must be a passenger train. It was 
unable to stop at the outlet signal and a 


derailment was unavoidable. At that 
moment the express was passing. Some of 
the derailed wagons struck the mail van 


and six coaches were derailed. The goods 


train engine overturned 








Contracts and Tenders 


The South Indian Railway has placed a 
contract with P. & W. MacLellan for 13} 
tons of steel boiler plates, to the inspection 
of Messrs. Wolfe Barry, Robert White & 
Partners 

The Egyptian State have 
plac ed orders as follow : 


Railways 


Belliss & Morcom Limited: Brass packings. 

Arthur Balfour & Co. Ltd.: Saws. 

B. W. Bayliss & Co. Ltd.: India-rubber 
suction diaphragms. 

Ferodo Limited: Brake linings. 

Kendall & Gent (1920) Limited: Taps and 
Chasers. 

Rotax Limited : Anode converter and spares. 

Docker Brothers : Coach enamel. 

Sherwoods Limited: Brass burners. 











































































































































there has been a_ further 
diminution of business in the stock 
markets, the general undertone in most 


sections remained fairly steady; sentiment 


Although 


has continued to be assisted by the 
absence of any heavy selling. Neverthe- 
less, after the strong advance in values 
shown earlier in the month, an attitude 
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Railway Stock Market 


some extent by the many occasions in the 
past when the reasonable hopes of stock- 
holders have been disappointed; but on 
the other hand, the dividend position 


under the financial agreement is assured 
until at least one year after the war. 
Moreover, it is felt in responsible 


quarters that any unification or similar 
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develop a more buoyant trend, it is not 
improbable that South American railway 
stocks will attract renewed attention on 
their prospects of good eventual apprecia- 
tion in value. 

As to individual movements, Great 
Western has risen to 564, which compares 
with 553 a week ago, and L.M.S.R. ordi- 
nary rallied from 25} to 26. Moreover, 
L.M.S.R. senior preference was better at 

































+ Receipts are calculated @ Is. 6d. to the rupee 





of caution has prevailed, and at the time developments after the war, are likely 754, as was the 5 per cent. redeemable 
of writing, demand has made no appre- to be based, as far as stockholders are’ preference at 1023, and at 62 the 1993 
ciable response to the encouraging trend concerned, not on the wartime financial preference regained all but a small part 
of the war news. Home railway securities agreement, but on the standard revenue of an earlier reaction. Firmne was 
showed a firm tendency. Steady invest- figures under the Railways Act of 1921. maintained in L.M.S.R. 4. per cent. 
ment buying of prior charges was in South American railway securities have debentures at 107, and by the guaran- 
evidence, and subsequently junior stocks been steadier after their recent sharp reac- teed stock at 101}. Among L.N.E.R. 
were in larger demand and moderate tion. The financial results and meetings issues, the first preference recovered to 
gains were recorded on_ balance It is of the Argentine companies have empha- 60}, and the second preference to 293 
generally realised that yields ranging from  sised the difficult conditions under which This railway’s second guaranteed stock 
62 per cent. on Southern preferred to the British-owned railways are operating. was in request around 88}; the yield of 
8 per cent. on L.M.S.R. ordinary and Consequently, whereas a short while ago 44 per cent. was regarded as attractive. 
L.N.E.R. second preference are obtain- sentiment in the market was influenced Elsewhere, Southern preferred rallied to 
ible on home railway juniors, and that, mainly by long-term considerations, such 75}, and the deferred to 213, but at 55 
both from the near-term and long-term as the large demand for Argentine pro- London Transport “C’’ was_ fraction- 
points of view, there is no valid reason duce in the period of reconstruction in ally lower on balance. A slightly better 
for these stocks being valued on a basis Europe after the war, the disposition now tendency appeared to be developing in 
which shows yields of double those is for short-term considerations to be the Argentine railway stocks, and elsewher 
obtainable on many other groups of dominating influence. It is true that United of Havana debentures’ were 
equity securities Consequently, the there is little prospect of any early im- marked up to 36. There were sharp de- 
issumption is that home railway junior provement in results of the Argentine clines on balance in Antofagasta issues 
stocks appear to have good scope for railways unless they receive equitable on the proposals for postponement of 
capital appreciation when there is a_ treatment from the Argentine authorities redemption of the 5 per cent. debentures 
return to more active market conditions in respect of exchange and other vital Canadian Pacifics were inclined to show 
It is true that sentiment is affected to matters. Nevertheless, when markets small fluctuations 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
Traffic for Week £ Aggregate Traffics to date Prices 
ov 
Rail — | Week > Totals a 4 ¥ S 0 am 
eye 1941 42| Ending ‘eel Inc.or Dec. § Increase or poll iv $= S | wee 
this year compared ° This Year Last Year Decrease 2a of 92 BS 
Y with 1941 Z . = ol Z > 2 
t £ £ £ 
Antofagasta (Chili) & Bolivia 834 15.11.42 20,260 2,950 46 978,450 892,450 86,000 Ord. Stk 103 344 10 Nil 
Argentine North Eastern 753 14.11.42 13,536 4,050 20 270,726 236,502 34,224 ee 65 4 6 Nil 
Bolivar 174 Oct., 1942 6,430 2,780 - 47,139 38,504 8,635 6p.c. Deb 5 5 18: ~=Nil 
Brazil Bonds 8 2h 18 Nil 
Buenos Ayres & Pacific 2,807 14.11.42 94,500 13,500 20 1,715,640 1,540,200 175,440 Ord. Stk. 7} Fi 53. Nil 
Buenos Ayres GreatSouthern 5,080 14.11.42 152,580 26,880 20 2,692,020 2,524,800 167,220 | Ord. Stk 103 3} 92 SONI 
Buenos Ayres Western 1,930 14.11.42 57,960 7,440 20 999,840 986,400 + 13,440 Ps 9 2} i Nil 
Central Argentine 3,700 14.11.42 126,408 32,976 20 2,429,919 2,186,034 243,885 we 8} 2s 6}~~ONil 
a 
y Do. Dfd. 9} 4 3+—sONNil 
5 | Cent. Uruguay of M. Video 972 14.11.42 24,747 1,210 20 426,130 448,342 18,212 Ord. Stk. 9} | 5+ ONil 
—| CostaRica . 262 Oct., 1942 13,131 9,031 13 51,375 91,158 39,783 Stk. 1S 11} 15 Nil 
< | Dorada 70 Oct., 1942 19,470 9,250 44 157,175 122,970 34,205 | Mc. Db 97 97 88} 63 
| Entre Rios 808 14.11.42 19,518 4,536 20 365,640 344,946 20,694 | Ord. Stk 4 | 7 Nil 
S| Great Western of Brazil 1,030 14.11.42 19,890 4,500 46 509,400 445,900 + 63,500 | Ord. Sh. Il - 1 - 28 Nil 
5/ International of Cl. Amer. 794 Sept., 1942 $324,553 $42,878 37 $4,633,303 $4,257,101 4 $376,202 - 
U | Interoceanic of Mexico Ist Pref 3 éd. 2 Nil 
®% | La Guaira & Caracas 223 Oct., 1942 8,570 1,125 44 71,925 65,445 6,480 5 p.c. Deb 80 64 
+= | Leopoldina 1,918 14.11 42 30,288 3,259 20 1,390,255 1,209,568 180,687 | Ord. Stk. 4 } 54 Nil 
S| Mexican 483 14.11.42 ps. 258,700 ps. 35.700 20 »s.5,547,900 ps. 5,903,800 ps. 355,900 ai i } 2 Nil 
& | Midland of Uruguay 319 Aug., 1942 10,196 2,774 22,810 27,480 4,670 - 
Nitrate 382 15.11.42 8.048 + 2,096 30 172,058 128,796 43,262 | Ord. Sh. 66/ tt 73/6 34 
Paraguay Central 274 13.11.42 $3,519,000 $108,000 | 20 $73,388,000 366,948,000 $6,440,000 Pr. Li. Stk 43 29 514 if 
Peruvian Corporation 1,059 Oct., 1942 85,746 12,153 18 336,988 292,346 44,642 Pref. 64 14%) 143~«OCNil 
Salvador 100 Sept., 1942 c 55,000 ¢10,000 1i4, « 183,000 c 156,172 c 156,172 
San Paulo 1534 8.11.42 36,371 246 46 1,657,323 1,650,045 7,278 | Ord. Stk. 52 24} 58 34 
Taltal 160 Oct.. 1942 3,180 2,420 17 19.840 21,990 2,150 Ord. Sh ! 6/- 2 Nil 
United of Havana 1,346 14.11.42 46,874 29,113 | 20 799,068 377,452 421,616 Ord. Stk 2} t 6 Nil 
Uruguay Northern 73 Aug., 1942 1,072 262 2,214 2,690 476 
S 
€ Canadian Pacific 17,039 14.11.42 1,010,200 38,600 46 43,978,000 37,910,200 6,067,800 | Ord. Stk. 13 7t 1S Nil 
ao 
U 
Barsi Light , “i 202 9 Oct., 1942 13,747 255 30 106,747 101,002 5,745 -= 
+ | Bengal & North Western 2,090 Oct., 1942 184,425 78,594 4 184,425 263,019 78,594 Ord. Stk. | 345 253 3594 5 
= | Bengal-Nagpur 3,267 20.6.42 284,100 31,301 Il 2,271,325 2,107,876 163,649 ee 101 953 98 4ts 
Z| Madras & Southern Mahratta | 2,939 31.7.42 341,625 133,549 18 2,714,939 2,473,086 241,853 105% 101} 103 1% 
= | Rohilkund & Kumaon 571 Oct., 1942 66,375 10,969 4 60,375 49,40 10,969 : 342 290 358} 44 
South Indian 2,402 20.6.42 179,171 43,616 12 1,376,295 1,113,05 263,238 100 87 102 45 
‘Beira . 204 | Aug., 1942 82,089 _ 48 825,692 . = =e or : 
Egyptian Delta 607. ‘10.10.42 13,489 2,472 30 211,096 144,860 66,236 Prf. Sh. 13| 29/-| 3%/| Nil 
« | Manila ; - - - — - B. Deb. 68 45 374 94: 
3} | Midland of W. Australia 277 | Sept., 1942 27,713 7,393 9 84,321 58,977 25.344 | Inc. Deb. 904 864 924 6 
© | Nigerian dei 1,900 25.7.42 70,391 19,240 18 924,271 910,397 13,914 _ -- - 
> | Rhodesia 2,442 Aug., 1942 540,350 - 48 5,371,799 _ ons ae = ai - 
South Africa 13,291 26.9.42 827,897 39,175 28 20,143,538 19,236,708 903,830 — _ — 
Victoria 4,774 June, 1942 1,410,451 945,742 —_— _ —_ ie = ‘ 
Note. Yields are based on the approximate current prices and are within a fraction of 7 Argentine traffics are given in sterling calculated @ 16% pesos to the £ 
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